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CONGRESS AND TRANSPORTATION 


The first session of the Sixty-ninth Congress came 
to an end July 3 with a record of unusual activity with 
respect to legislation affecting transportation, but with 
little accomplished so far as final action was con- 
cerned. It probably should be commended for what it 
did not do rather than for what it did do. 

Passage of the railway labor act was, of course, the 
outstanding feature of the session with respect to 
changes in existing law. Whether or not the methods 
for solving railroad labor difficulties provided in the rail- 
way labor act will work out in the public interest remains 
to be seen. The machinery under the new law will soon 
be in operation and a test will be afforded of its efficacy. 

With the exception of passage, in the last hours of 
the session, of the Sheppard bill, extending the liability 
of the initial carrier as to reconsigned shipments, no 
other final action was taken by Congress with respect to 
transportation legislation. Proposed legislation, how- 
ever, pending for consideration at the close of the ses- 
sion will be alive at the short session in December. 


The session was not long under way until Senator 
Gooding, of Idaho, brought forward his long-and-short-haul 
bill. At that time, the indications were that the bill 
would be passed by the Senate. Opponents of the meas- 
ure, however, made such an effective campaign against 
it that it was defeated in the Senate. The senator from 
Idaho, however, does not know when he is squelched. 
A few days after the defeat of his bill, he came forward 
with another, restricting it, however, to prohibition of 
fourth section departures on account of water competi- 
tion via the Panama Canal. He recently had this bill 
printed as ari amendment to be offered to the rivers and 
harbors authorization bill. That bill “went over,” how- 
ever, for consideration at the December session, so that 
it was not necessary to renew the fight on the Gooding 
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proposal. Senator Gooding will be “at bat” at the be- 
ginning of the next session, however, and his efforts to 
get the bill through as an amendment to the rivers and 
harbors bill will have to be combated. 

Both the Senate and House interstate commerce 
committees heard much testimony on the subject of 
railroad consolidation. The Senate committee permitted 


. Senator Cummins to report his consolidation bill to the 


Senate but no action was taken on it. It will be up for 
consideration at the short session. The House com- 
mittee practically concluded the hearing of testimony on 
the Parker consolidation bill and a report on that bill 
may be expected from the committee early in the short 
session. The Cummins bill and the Parker bill raise the 
issue as to whether Congress wishes to provide for 
purely permissive consolidations or to inject a little force 
into the matter. The Cummins bill squints in the direc- 
tion of force. The Parker bill does not. Perhaps there 
will be a crystallization of public opinion on the subject 
before Congress meets again. The Parker bill has the 
approval of a majority of students of the question of 
railroad consolidation, while the Cummins bill has not. 

Of outstanding importance was the fact that a be- 
ginning was made toward legislation dealing with the 
motor vehicle as a common carrier in interstate com- 
merce. It was realized that it would be difficult to obtain 
legislation providing for regulation of the motor vehicle 
at the session which has just closed but the extensive 
inquiry into the subject was of substantial value. The 
question will be taken up again at the short session. In 
the meantime, the Commission will have conducted its 
hearings as to the operation of the motor bus and motor 
truck as carriers on the highways, and the results of its 
investigation will be available for Congress. 

Railroads interested in the proposed legislation pro- 
viding for reduction of the interest rate of 6 per cent on 
their indebtedness to the government again failed to 
obtain the relief sought. At the session preceding the 
one which ended July 3 an attempt was made to enact 
such legislation, but it failed. For a time, it appeared 
that such legislation might get through this spring, but 
events so shaped themselves that nothing could be done. 
Had the western farmer a pocketful of gold, the reduced 
interest bill might have passed. The defenders of the 
farmers, however, said it should not pass while “relief” 
was not accorded to the farmer. The bill may be taken 
up again at the short session. 

The annual attempt to get the surcharge on travel in 
parlor and sleeping cars eliminated via the legislative 
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route was made. It met a temporary rebuff in the Sen- 
ate interstate commerce committee which at first turned 
“thumbs down” on it—too few, however, because a little 
later a majority was discovered in the committee favor- 
ing repeal of the surcharge. The bill obtained a place on 
the Senate calendar but that was as far as it got. It will 
be there, however, in December. 


Reorganization of the Commission on a regional 
basis appeared for a time as a possibility. The Senate 
interstate commerce committee favorably reported the 
Smith bill on that subject and several other bills along 
the same lines were introduced. No serious effort was 
made to get the Smith bill up for consideration in the 
Senate, however. Apparently there are a few senators 
who will prevent it from being passed by unanimous 
consent. The Smith bill will be on the calendar at the 
short session. 

The Newton bill, providing for amendment of § sev- 
eral sections of the interstate commerce act and of the 
transportation act, was passed by the House. It probably 
will pass the Senate at the short session. It contains a 
number of changes in the present law that have been 
urged by shippers and by the Commission. It should be 
promptly passed at the short session. 

Senator Pittman, of the Senate interstate commerce 
committee, held a brief hearing in April on bills propos- 
ing to deprive the Commission of some of its power over 
state rates. No action, however, was taken in the mat- 
ter. State commissions are not as much exercised over 
the operation of section 13 of the act as they were just 
after Ex Parte 74. 

Attempts to obtain amendment of the Pomerene bill 
of lading act so as to compel railroads to give shippers 
“clean” bills of lading were unsuccessful. Both the 
Senate and House committees declined to act. The effort 
to get such an amendment probably will be revived at 
the short session. The National Industrial Traffic 
League i8 attempting to find out just how much demand 
there is for such bills of lading. The railroads told the 
committees there was little, if any, demand. 


The Trammell resolution providing for an investi- 


gation by the Senate interstate commerce committee with 
a view to reducing rates on farm products was pending 
when the session came to an end. Senator Trammell 
may call it up at the December session. It can not die 
until the end of the short session so that, until that time, 
there will always be a possibility of action on it. 


Congress ignored appeals to repeal the Hoch-Smith 
resolution and, meanwhile, the Commission pursued its 
way under it. The Associated Traffic Clubs of America, 
the Southern Traffic League, and the American Short 
Line Railroad Association sent appeals to Congress to 
repeal it. Senator Watson, chairman of the Senate in- 
terstate commerce committee, said the committee was 
too busy even to think about such appeals. The com- 
mittee was very busy. It reported bills without hear- 
ings, leaving opponents of such measures to appeal to 
the House interstate commerce committee for oppor- 
tunity to be heard. 

Several bills were passed by the Senate but were not 
acted on by the House committee on interstate and for- 
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eign commerce. They were the Mayfield bill (S. 750), 
permitting lines of railroad to be extended without ap- 
proval of the Commission; another Mayfield bill 
(S. 3286), authorizing reduced railroad rates in cases of 
emergency such as floods, drouths, etc.; and S. 951, the 
Harris steel car bill. These measures are pending before 
the House committee, and may be considered at the 
short session. 


The Senate, in the last days of the session, had a 
merry time proposing various new schemes of rate mak- 
ing. Fortunately, the proposals were defeated, but the. 
fact that senators would seriously make such proposals 
was food for sorry thought. 


CONTROL OF WATER RATES 

In an article on the subject of “control of port to 
port rates by the Interstate Commerce Commission,” 
circulated by the Shippers’ Conference of New York and 
the New England Traffic League, Joseph N. Teal, its 
author, speaking of control of domestic coastwise water 
rates, says: “I know of no independent authority who, 
on principle, has ever supported the proposition.” We 
know that Mr. Teal knows our position. Either he does 
not, then, consider us independent or he does not con- 
sider us an authority. That is the more remarkable 
since, in his article referred to, he quotes, among “inde- 
pendent thinkers whose opinions are entitled to weight,” 
the San Francisco Chronicle, which happens to agree 
with him but which, probably, though it may be inde- 
pendent, is far from being an authority on the subject. 
It rather makes a difference, in the ordinary person’s 
estimate of the qualifications of another, which side that 
other is on. But, perhaps, Mr. Teal was not guilty of 
this unfair discrimination in his thought, but merely 
chose frankly not to let his readers know that The 
Traffic World favors the principle of regulation of inter- 
coastal steamship rates, though it is open to conviction 
as to the practicability of the theory. What we want 
to hear is not ex parte objections to such regulation, 
but a free and unprejudiced inquiry as to whether the 
principle may not be practicable and wise in application. 


MAY OPERATING RESULTS 


Class I railroads in May had a net railway operating income 
of $88,120,501, which was at the annual rate of return of 4.97 
per cent on their property investment, according to reports filed 
by the carriers with the Bureau of Railway Economics. In 
May, last year, their net railway operating income was $76,- 
170,623, or 4.89 per cent on their property investment. The 
bureau, in its monthly statement, said: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in May is based on reports from 
188 ee I railroads representing a total mileage of 237,072 miles. 

Gro operating revenues for the month of May amounted to 
$517, 393, 995 compared with S488, 891,679 in May last year or an in- 
crease of 5.8 per cent. Ope g expenses in May this year totaled 
$388,732,949 comapnred with ee75 526, 819 in the same month last year 
or an increase of 3.4 per cent. 

Class I railroads in May paid $31,601,233 in taxes, an increase of 
$3,057, 396 or 10.7 per cent over the same month in 1925. This brought 
the total tax bill of the Class I railroads for the first five months 
this year to $149,504,626, an increase of $10,481,042 or 7.5 per cent 
above the corresponding period last year. 

Thirty Class I railroads operated at a loss in May this year of 
which ten were in the eastern district, four in the southern and 
sixteen in the western district. 

Class I railroads for the first five months in 1926 had a net rail- 
way operating income amounting to $387,546,634, which was at the 
annual rate of return of -4.80 per cent on their property investment. 
During the corresponding period last year their net railway operat- 
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ing income amounted to $347,266,199 or 4.41 per cent on their prop- 
erty investment. 

” Gueee operating revenues for the first five months in 1926 
amounted to $2,488,667,627 compared with $2,389,455,560 during the 
corresponding period last year or an increase of 4.2 per cent. Operat- 
ing expenses for the first five months period this year totaled $1,909,- 
630,615 compared with $1,863,752,742 during the corresponding period 
last year or an increase of 2.5 per cent. : 

The net railway operating income for the Class I railroads in 
the eastern district during the first five months this year totaled 
$206,367,231, which was at the annual rate of return of 5.68 per cent 
on their property investment. For the same period last year their 
net railway operating income was $183,944,146, or 5,18 per cent on 
their property investment. Gross operating revenues of the Class 
I railroads for the first five months in 1926 totaled $1,253,493,027, an 
increase of 4.2 per cent over the corresponding period last r= while 
operating expenses totaled $959,450,512, an increase of 2.4 per cent 
over the same period in 1925. 

Class I railroads in the eastern district for the month of May 
had a net railway operating income of $52,222,063 compared with 
44,843,676 in May last year. 

’ Class I hy in the southern district during the first five 
months this year had a net railway operating income of $67,105,417, 
which was at the annual rate of return of 5.58 per cent on their 
property investment. For the same period last year, the net rail- 
way operating income amounted to $64,128,249, which was also at 
the annual rate of return of 5.58 per cent. Gross operating reve- 
nues of the Class I railroads in the southern district for the first 
five moziths in 1926 totaled $369,484,464, an increase of 8.5 per cent 
over the same period the year before while operating expenses to- 
taled $272,339,015, an increase of 8.2 per cent. 

The net railway operating income of the Class I railroads in 
the southern district in May amounted to $11,296,812, while in the same 
month last year it was $10,943,569. 

Class I railroads in the western district for the first five months 
this year had a net railway operating income of $114,073,986 which 
was at the annual rate of return of 3.53 per cent on their property 
investment. For the first five months last year the railroads in 
that district had a net railway operating income of $99,193,804, which 
was at the annual rate of return of 3.12 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the first five months this year amounted to 
$865,690,136, an increase of 2.3 per cent over the same period one 
year ago, while operating expenses totaled $677,841,088, an increase of 
four-tenths of one per cent compared with the first five months last 
year. 

For the month of May, the net railway operating income of the 
Class I railroads in the western district amounted to $24,601,626. 


The net railway operating income of the same roads in May last 
year totaled $20,383,378. 


CLASS I STEAM ROADS—UNITED STATES 
Month of May 
1926 


1926 
Total GPSTAtING TEVENUED. .......0.cccccese $ 517,393,995 $ 488,891,679 
"EOCRE GROTACING GEPOREER 6:06:60 cvcscccseces 388,732,949 375,926,819 
EE «90d a hacniece wide.a Ste Cee Ae ORO UNe 6 84 410k oee 31,601,233 28,543,837 
Net railway operating income............ 88,120,501 76,170,623 
a i 8 ie eee <P 75.13 76.89 
Rate of return on property investment.. 4.97% 4.39% 
Five Months Ended May 31 
Total operating revenues.............002: $2,488,667,627 $2,389,455,560 
Total operating expenses.............+.- 1,909,630,615 1,863,752,742 
OI a rarela al dcih dion scat adh web cntaiag aii ule b Od at anrecetae oe 149,504,626 139,023,584 
Net railway operating income............ 387,546,634 347,266,199 
NS OE CT rer 76.73 78.00 
Rate of return on property investment... 4.80% 4.41% 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 26 totaled 
1,062,252 cars, as compared with 1,043,720 cars the preceding 
week, and 993,173 and 908,251 cars in the corresponding periods 
of 1925 and 1924, respectively, according to the car service di- 
vision of the American Railway Association. 


As compared with the preceding week, increases were re- 
ported in the loading of grain and grain products, coal, coke, 
ore, and miscellaneous freight. Slight decreases were reported 


in the loading of live stock, forest products, and merchandise, 
L. C. L. 


Loading by districts the week ended June 26 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 8,732 and 7,359; live 
stock, 2,350 and 2,444; coal, 48,229 and 42,380; coke, 2,827 and 2,095; 
forest products, 5,731 and 6,120; ore, 6,438 and 5,596; merchandise, L. 
C. L., 73,939 and 71,124; miscellaneous, 105,577 and 99,028; total, 1926, 
253,823; 1925, 236,146; 1924, 216,677. 

Allegheny district: Grain and grain products, 2,861 and 2,259; live 
stock, 2,098 and 2,080; coal, 45,834 and 41,208; coke, 5,501 and 4,507; 
forest products, 3,494 and 3,022; ore, 13,403 and 12,998; merchandise, 
L. C. L., 55,787 and 53,753; miscellaneous, 86,682 and 85,188; total, 
1926, 215,660; 1925, 205,015; 1924, 187,985. 

Pocahontas district: Grain and grain products, 185 and 182; live 
stock, 146 and 138; coal, 43,694 and 37,821; coke, 532 and 462; forest 
products, 1,732 and 1,869; ore, 106 and 72; merchandise, L. C. L., 7,368 
and 7,222; miscellaneous, 5,263 and 4,581; total, 1926, 59,026; 1925, 
52,347; 1924, 41,676. 

Southern district: Grain and grain products, 3,526 and 3,255; live 
stock, 1,837 and 1,927; coal, 22,711 and 20,641; coke, 742 and 824; 
forest products, 22,430 and 23,402; ore, 1,506 and 1,434; merchandise, 
L. Cc. L., 39,144 and 39,599; miscellaneous, 57,258 and 651,526; total, 
1926, 149,154; 1925, 142,608; 1924, 123,630. : 

Northwestern district: Grain and grain products, 8,780 and 9,146; 
live stock, 7,565 and 7,247; coal, 4,650 and 4,749; coke, 1,805 and 1,056; 
forest products, 18,421 and 16,199; ore, 45,604 and 38,948; merchandise, 
L. C. L., 33,809 and 33,167; miscellaneous, 43,309 and 39,180; total, 
1926, 163,943; 1925, 149,692; 1924, 140,934. 

Central Western district: Grain and grain products, 14,142 and 
9,902; live stock, 9,836 and 10,209; coal, 10,996 and 10,447; coke, 282 
and 262; forest products, 13,019 and 11,294; ore, 3,610 and 3,461; mer- 
chandise, L. C. L., 35,253 and 34,736; miscellaneous, 58,570 and 54,024; 
total, 1926, 145,708; 1925, 134,335; 1924, 137,598. 


Southwestern district: Grain and grain products, 5,801 and 4,413; 
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live stock, 2,783 and 3,134; coal, 4,156 and 3,879; coke, 172 and 11. 
forest products, 9,192 and 9,086; ore, 614 and 433; merchandise, L, ¢ 
L., 17,035 and 16,598; miscellaneous, 35,185 and 35,315; total, 19% 
74,938; 1925, 73,030; 1924, 59,751. 

Total, all roads: Grain and grain products, 44,027 and 36,515. 
live stock, 26,615 and 27,179; coal, 180,270 and 161,125; coke, 11,3) 
and 9,378; forest products, 74,019 and 70,992; ore, 71,281 and_ 62,94); 
merchandise, L. C. L., 262,335 and 256,199; miscellaneous, 391,844 ang 
368,842; total, 1926, 1,062,252; 1925, 993,173; 1924, 908,251. 

“Freight traffic, measured by the number of cars loaded with 
revenue freight, was the greatest the first six months this yea; 
ever handled by the railroads in any corresponding period,” says 
the car service division of the American Railway Association, 

“Revenue freight loaded in that period—that is, from Janv. 
ary 1 to June 26, inclusive, a total of 26 weeks—amounted ty 
25,036,464 cars. This was an increase of 707,974 cars, or 29 
per cent, over the corresponding period last year and an ip. 
crease of 1,851,312 cars, or 8 per cent, over the corresponding 
period in 1924. It also was an increase of 1,030,962 cars, or 43 
per cent, compared with the corresponding period in 1923, as 
well as a substantial increase over the corresponding periods 
in 1920, 1921 and 1922.” 


Loading of revenue freight this year compared with the two 
previous years follows: 





/ 1926 1925 1924 
Five weeks in January ........... 4,432,010 4,456,949 4,294,270 
Four weeks in February... eee 3,676,449 3,623,047 3,631,819 
Four weeks in March.... coe 3,807,109 3,702,413 3,661,929 
Four weeks in April..... - 3,795,837 3,726,830 3,498, 230 
ia xe Se eee 5,142,879 4,853,379 4,473,729 
BOuUr: weeks Im JuRC +66 csccsccces 4,112,150 3,965,872 3,625,182 
Pai reeneagieeschiaige ee a 
NOE, 0 4ib ON eR Ree cast seeds 25,036,464 24,328,490 23,185,159 


COMMODITY STATISTICS 


The Commission’s summary of freight commodity statistics 
of Class I railroads for the quarter ended March 31, 1926, as 


compared with the same period of 1925, for the country as a 
whole, follows: 


Below will be found a comparison, by general groups of com- 


modities, of the tonnage transported during the first qu 
with the corresponding period in 1925: . ee 


Number of tons originated 








% ot 
Quarter Quarter increase 
Lame — 1926 
are 
Groups of Commodities 31, 1926 31. 1925 1995 
Products Of ABricwlture......occccccvcce 24,418,779 25,037,764 *2.47 
Animals and products 6,252,932 6,496,724 *3.75 
Products of mines........ - 144,777,582 138,178,589 4,78 
PYOGUCEE GF TOTORIB. .<cccccccccocceecs 27,183,932 29,063,078 *6.47 
Manufactures and miscellaneous..... 67,887,329 65,022,833 4.41 
FE hag Ee Ts es dic ti catascccsees 9,479,425 9,665,183 *1,92 
MED eaters ne deisediecuibelwncernselee 279,999,979 273,464,171 2.39 
Total tons carried 

Products of agriculture.........cccce 51,212,878 51,778,098 *1.09 
Animals and products. ........sseccce 11,138,811 11,289,604 *1.34 
COD CE Me cess cccccccovesese 276,639,479 257,613,551 7.39 
PROGUCES GE FOTOS. ..0csccccccsiccvecree 50,514,110 54,548,189 *7,40 
Manufactures and miscellaneous..... 131,371,486 125,478,997 4.70 
Py ee | a eee 16,135,772 16,032,855 64 
ONEE. vices pecddes-cendcseesduicee . 537,012,536 516,741,294 3.92 

*Decrease. 





CONDITION OF EQUIPMENT 

Freight cars in need of repair on June 15 totaled 168,727 
or 7.4 per cent of the number on line, according to the car serv- 
ice division of the American Railway Association. This was an 
increase of 229 cars over the number reported on June 1 at 
which time there were 168,498 or 7.3 per cent. It was, however, 
a decrease of 32,516 cars compared with the same date last 
year. Freight cars in need of heavy repair on June 15 totaled 
126,008 or 5.5 per cent, an increase of 3,520 cars compared with 
June 1. Freight cars in need of light repair totaled 42,719 or 
1.9 per cent, a decrease of 3,291 compared with June 1. 

Locomotives in need of repair on June 15 totaled 9,769 or 
15.6 per cent of the number on line. This was an increase of 
503 locomotives compared with the number in need of repair on 
June 1 at which time there were 9,266 or 14.7 per cent. It was, 
however, a decrease of 1,882 locomotives under the number in 
need of repair on the same date last year at which time there 
were 11,651 or 18.2 per cent. Of the total number in need of 
repair, 5,391 or 8.6 per cent were in need of classified repairs 
on June 15 and an increase of 336 compared with June 1 while 
4,378 or 7.0 per cent were in need of running repairs, an in- 
crease of 167 within the same period. Class I railroads on June 
15 had 5,978 serviceable locomotives in storage, an increase of 
65 locomotives compared with the number on June 1. 


MILWAUKEE INVESTIGATION 


Hearings in the investigation of the Chicago, Milwaukee & 
St. Paul will be resumed at the rooms of the Merchants’ Asso- 
ciation, New York City, July 27, before Commissioner Cox and 
Examiner Bardwell. At this hearing the Commission invites 
a statement of the views of any security holders of the Mil- 
waukee who desire to be heard in the investigation. 
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Competition-Wasteful Transportation.—It-seems the Com- 
mission, willy-nilly, will have to give much thought, in these 
supposed vacation months, to the question of competition in the 
matter of rates on grain, and the subsidiary, wasteful transpor- 
tation. All competition is supposed to be wasteful. The fact 
that there is a margin between need and the visible supply, 
inviting, if not compelling, competition, implies, according to the 
view of some economists or near-economists, a waste. The 
most recent proposal of the Minneapolis and St. Louis to cut 
the proportional applicable from Minneapolis to Peoria on 
Missouri River grain milled at Minneapolis and forwarded to 
the territory east of the Indiana-Illinois line, only emphasizes a 
general situation in which there are other outstanding features. 
The Minneapolis-Peoria feature is not unlike the main facts 
in I. and S. No. 2607, formal docket No. 17159, Southern Kansas 
Grain and Grain Products Association vs. Chicago, Rock Island 
and Pacific et al., the suspension case reported in 101 I. C. C. 
696, which has been reopened, and the flare-up caused by the 
refusal of the Commission to suspend items in a Santa Fe tariff 
putting the Santa Fe into the competition for the transporta- 
tion of grain over routes involving more or less substantial back- 
hauls (see Traffic World, July 3 and July 10). Senator Curtis, 
of Kansas, had the Senate order an investigation of the Com- 
mission to find out why it did not suspend the items that en- 
abled the Santa Fe to join in the competition. The Commission, 
in a number of cases, has criticized carriers, particularly tap 
lines or industrial roads, on the ground that what they were 
offering was wasteful transportation or trying to persuade trunk 
lines to indulge in such practices. There has never been any 
serious come-back from any of the Commission’s ‘efforts to 
prevent wasteful transportation or excessive competition, not 
even from the minimum rate order used in the Louisiana-to- 
Illinois salt matter. However, when it goes into the question 
of waste in the transportation of grain and grain products, there 
is a suspicion that it will encounter more opposition. In the 
first place, the more routes open to grain, the more competition 
there seems to be between markets for the product of a given 
section. In the case in which Senator Curtis caused an inves- 
tigation, the surface indication is that the farmer in Colorado, 
Kansas and Nebraska will have additional buyers for their grain, 
in the sense that millers at Missouri River milling points will 
be able to use grain from points on the Santa Fe in the making 
of flour to be sent, by means of some back-hauling, to Texas 
and Louisiana. The query at the foundation of the matter seems 
to be, whether, by engaging in the business of hauling grain 
around a great loop, the Santa Fe is so wasting its money as 
to make it unable to perform full service for farmers and millers 
not requiring such a large use of its facilities at such low rates 
per ton per mile. In other words, should the Santa Fe be 
required to devote itself to the transportation of grain and its 
products by the most direct routes or should it be permitted 
to haul some of it via long and circuitous routes to what seem 
like out-of-line markets? Many times the Commission has criti- 
cized the Santa Fe for undertaking to make rates which, if per- 
mitted, would require shippers on the Santa Fe to deal with 
other people living on the Santa Fe, where possible, and not 
pine for the privilege of doing business with persons not blessed 
with Santa Fe service. The Santa Fe, it is understood, is in 
full sympathy with the idea suspected to lie back of the Curtis 
resolution; that is to say, it is understood to be opposed to 
hauling Colorado and western Nebraska and Kansas grain east 
to the Missouri River and then back toward the points of origin, 
except at a price greater than for dispatch of that grain from 
point of origin to final destination via the shortest routes. 
Another query is as to what the country, especially the grain 
country, would think of a proposition that there be restrictions 
put on the competition of carriers and markets so that grain 
would be taken from the nearest field to the nearest consuming 
market. Back-hauling for 100 or 150 miles, broadly speaking, 
is not considered wasteful, but, if it is not, where, it probably 
will be asked, shall the line be drawn? 





Pre-war Days in Washington.—With Congress in legislative 
recess until next December, with the President away, and the 
mercury trying to look 100 degrees right in the eye, some of 
the far back semi-somnolent pre-war days seem to have come 
back to Washington—of course, not those days when Colonel 
Rickey was devising things to bring about an artificial, tem- 
porary coolness, but pre-war of what might, out of deference 
to the philosophers, be called the late classical days. Congress 
will be in recess until December. The Senate, however, will 
Meet in judicial session November 10 to conduct the trial of 
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Judge English, of Illinois, on an impeachment accusing him of 
high crimes and misdemeanors and abuse of judicial power. 
That will be the first impeachment trial since the latter part 
of President Taft’s administration, when Judge Archbald, of 
the late and oft-lamented Commerce Court, had the judicial 
ermine torn from his shoulders. The fact that the Senate be- 
gins a judicial session in November serves to remind one of the 
fact that it is the only part of the- government of the United 
States that has combined in it the three powers of government 
—legislative, executive, and judicial. Perhaps it would be bet- 
ter to say “executive, judicial, and legislative,” so as to have 
them listed in the time order of their functions, present, past, 
and future. Meetings for the dispatch of executive business 
by’ the Senate are so frequent that the ordinarily intelligent 
man fails to remember that the word “executive” does not 
mean secret, except under the colloquial meaning given it by 
American usage. Inasmuch as executive business sessions are 
generally held in secret the idea has grown up that executive and 
secret mean the same thing. Secret legislative sessions were 
the-rule in the first six or seven years of the Senate’s existence. 
Open executive sessions are not infrequent. Secret legislative 
sessions have been held by both House and Senate in war times. 
Secret judicial meetings, so far as can be recalled, have never 
been held and probably never will be, on account of the odium 
attaching to the court of star chamber. 





Which Hurts the Country Least?—One of the things the 
rules allowing practically unlimited. debate in the Senate killed 
at the recent session was proposed legislation placing a limit 
on the amount of money that may be spent in senatorial pri- 
maries. In the discussion that was fruitless, so far as this 
session was concerned, two facts were brought out—namely, that 
Vare, the Republican nominee, personally spent many more 
thousands for the nomination than his salary will amount to 
as a senator, assuming that he is permitted to take the seat 
to which he will be elected next November, that the primary 
cost millions, and that Senator Brookhart says his nomination 
did not cost him anything. Assuming that everybody told the 
truth, it might be an interesting study for one endowed with 
keen powers of analysis, to speculate as to which attitude— 
that of the Pennsylvania or the Iowa voter-—in the long run, is 
the healthier. Vare seldom talks. No public money is spent 
to record lamentations by him. When he wanted the senator- 
ship, he spent money to make himself known. So did his sup- 
porters. To send one letter to the voters of Pennsylvania costs 
about $74,000 for postage alone. The voters seemed to like the 
Vare way of doing things. Seemingly, he did not have time to 
build up sentiment for himself by much talking at the times 
Brookhart was busy making speeches and having them sent out 
at the expense of his fellow citizens. Brookhart’s name is not 
Jeremiah, but, usually, whatever, he says, in his many speeches, 
contains a lament. And the Iowa voters liked him. It would 
be interesting, if it were possible, to calculate how many hours 
were used by Iowa voters feeling sorry for themselves on ac- 
count of the things Brookhart in his speeches told them, and 
how much better off they would be had they used the time for 
overcoming some of their obstacles. The man who is sorry 
for himself, as a rule, is an economic liability, not an asset. 
Perhaps, were such an analysis made, it would be possible to 
say that Brookhart’s nomination cost more than that of Vare. 
However, Vare spent tangible dollars, wherefore he may be kept 
out of the Senate. If he had made Pennsylvanians feel sorry 
for themselves, they probably would have wasted $5,000,000 worth 
of time and still nominated him. Then he would have been able 
to say his nomination had not cost him a cent. Instead, Vare 
took money out of his own pocket, told the voters, by various 
means, how good he was, laying up money for himself instead 
of making speeches telling them how oppressed they were. A 
cynic might suggest that there be a limit on primary expenses, 
but that a system of bookkeeping be set up that would tell the 
voters all costs, including the depreciation on farms caused by 
the reading of doleful speeches forwarded under franks at public 
expense, and attending public lamentations in the actual cam- 
paign. Pennsylvania is said to be corrupt and contented, but 
in the east she has the reputation of having, among other things, 
the best farms, the best roads, and a state police force able to 
handle lawlessness with the neatness and dispatch attributed 
to the old Texas ranger force, which sent one man to suppress 
one riot, because it was opposed to its men getting soft by hav- 
ing Georges around to do the work others did not care to do. 





Some Relief for W. T. L. Roads.—Although it does not 
appear in the report, it is well understood that the increases 
allowed the carriers on petroleum from the mid-continent field 
in Midcontinent Oil Rates, 1295 (Traffic World, July 3), typi- 
fied, it is believed, by the increase in the rate from Tulsa to 
Chicago from 36 to 39 cents, was intended by the Commission 
as a recognition that they are entitled to more revenue. Whether 
the revision will work out as intended, is one of the questions 
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to which the answer is not at hand. The big oil companies are 
prone to figure closely on rates and put in pipe lines to save rail 
charges. They may think it advisable to do a bit of pipeline 
building rather than stand for an increaase in rail rates. Be- 
sides, revisions of rates on oil brings new sellers into markets 
where they have not before done business. There is an impor- 
tant refining center around Casper, Wyo. The increases may 
put Casper refiners into parts of the W. T. L. market they have 
not heretofore had the pleasure of occupying, though the rates 
to the northern part ef that territory have not been disposed 
of. Inasmuch as group Nos. 1 and 2, by the decision, get rela- 
tively lower rates than they have had, it may be they will take 
markets from the refiners in group No. 3 (Tulsa). In such 
event it will be hard to figure much net profit for the railroads 
out of the case, which was intended to do them considerable 
good. The oil market, notwithstanding declarations to the con- 
trary, is extremely competitive, wherefore rate revisions may 
not always work out as intended. The intention, however, was 
to give the Western Trunk Line roads relief by way of increased 
revenues as soon as possible, though, as before observed, that 
does not appear in the record. 





Doing a Land Office Business.—“Doing a land office busi- 
ness” is one of America’s ways of saying a man is extremely 
busy. It came into the language when a land office was one of 
the busiest places in the world. But, according to a report re- 
cently made by the Department of the Interior, the man about 
whom it is said has a moral right to heave a brick at the head 
of the payer of that sort of a compliment. States receive 5 
per cent of the net paid to the United States for public lands. 
Last year the payments to the states amounted to $18,191. 
Florida, the land of the boom, received $5,150, while Nebraska, 
once the promised land of the man following Horace Greeley’s 
advice to go west, received only $51. The land offices may have 
been busy iast year, but, if they were, they must have had an 
enormous amount of sales resistance to overcome, if their net 
amounted to only $18,191. That would not have been more than 
small change for the land seller in Florida at the height of the 
boom.—A, DB. H. 


SOUTHERN CLASS RATE CASE 


The Traffic World Washington Bureau 


The Southern Traffic League, by its board of Governors, at 
a meeting in Washington July 8, went on record as opposed to 
the proposal of the carriers to resolve all doubts as to the 
meaning of the words “workable route,” as used by the Com- 
mission in its supplemental decision in No. 13494, the southern 
class rate investigation, by computing the distance via the 
shortest routes and then inflating the distance by twenty-five 
miles for each junction. It favors computing distance via the 
shortest routes having physical connection but opposes infla- 
tion of any sort. (Traffic World, July 3). 


Its reason for opposing inflation is to be found in the fact 
that the scale prescribed by the Commission is a single and 
joint line device in which allowance has been made for the 
expense of transfer from one railroad to another. In the dis- 
cussion that culminated in the carriage of a motion to oppose 
inflation it was suggested that if the carriers are wed to the 
idea that there should be joint line arbitraries they should ask 
for a re-opening of the case with a view to convincing the Com- 
mission it was wrong when it worked out a scale intended for 
application for both joint and single line hauls. 


Those attending the conference were, T. M. Henderson, com- 
missioner, traffic bureau of Nashville; M. M. Caskie, general 
traffic manager, transportation bureau, chamber of commerce, 
Montgomery; W. H. Hendley, traffic manager, transportation 
bureau, Spartanburg, S. C.; W. L. Thornton, Jr., traffic manager, 
eastern Carolina Wholesale Dealers and Manufacturers associa- 
tion, Wilson, N. C.; H. P. Freeman, traffic manager, Portsmouth 
Cotton Oil Refining Corp., Portsmouth, Va.; M. M. Emmert, traf- 
fic manager, the Coca-Cola Co., Atlanta; E. De L. Wood, traffic 
manager, Chattanooga Manufacturers association; Thomas J. 
Burke, commissioner, Charleston Traffic Bureau; C. R. Moffett, 
traffic manager, Knoxville Freight Bureau; W. BE. Gardner, mana- 
ger Jacksonville Traffic Bureau; W. S. Creighton, traffic mana- 
ger, Charlotte Shippers and Manufacturers association; T. A. 
Bosley, traffic manager, Virginia-Carolina Chemical Co., Rich- 
mond; Carl Cunningham, assistant traffic manager, American 
Cotton Manufacturers association, Atlanta; and H. T. Moore, 
Atlanta Freight Bureau. In addition, M. C. Moore, rate expert 
for the Mississippi Railroad Commission, and Hugh White, 
attorney for the Alabama Public Service Commission, partici- 
pated in the discussion, at the invitation of the shipper rep- 
resentatives, Mr. Moore telling about a conference recently held 
at Memphis at the suggestion of Illinois Central traffic officials, 
who suggested the making of rates from points north of the 
Ohio to Mississippi Valley territory on the group basis. Mr. 
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Moore said the proposal was to make the rates on that Dasig 
with a much greater number of groups than at present. 

It was brought out that the Illinois Central officials, whey 
asked about the petition filed by Chairman Barham of the South 
ern Freight Association, for permission to inflate the Mileages, 
indicated that the Illinois Central, while nominally a party tg 
the application, was not greatly impressed with the necessity 
for any such scheme. No mention, Mr. Moore said, was made of 
any inflation as part of the plan to use the group basis to make 
rates into the Mississippi valley part of the southern territory, 

Mr. Caskie read a memorandum showing wherein the firg 
exhibit to Mr. Barham’s petition was misleading. It was claimed 
that the exhibit was misleading in that it was predicated on the 
theory that in no case would more than two lines have to be 
used; also in that the carriers used the joint-line-arbitrariegy 
suggested by the Southern Traffic League in connection with 
mileage scale devised by the Commission for use regardless of 
the number of lines and in which an allowance had been made 
for joint-line hauls. By that misjoinder of scale and arbitraries 
a showing was made, the memorandum said, that the result of 
the inflation proposed by the southern carriers would be rates, 
for joint-line hauls lower than proposed by the League, when 
that .would not be the fact. 

“This seems to be a last effort on the part of the carriers 
to get joint-line arbitraries after the Commission has decided 
they should not have them,” said Mr. Gardner. Mr. Caskie 
added that the troubles of the railroads in determining which 
were the short lines was not a shipper trouble and that it was 
ridiculous to propose to penalize shippers because the carriers 
went to the trouble of working out the “workable routes.” 

“Is it not a proposal to equalize all routes by using the 
longest?” asked Mr. Moffett. He pointed out examples, where, 
by reason of the proposed inflation the short routes, the rate 
would become the same as the rate over the shortest single-line 
route, the net effect being an increase in practically all rates 
over those intended by the Commission when it decided upon 
the scale. Mr. Freeman suggested that the effect would be to 
put every cotton mill about twenty-five miles farther away from 
its markets than it actually was. 


It was arranged for a committee to talk with Chairman . 


Eastman and Director Hardie of the Commission’s Bureau of 
Traffic before putting the position of the board of governors 
upon paper for submission to the Commission on July 12, so 
that the members of the board would have the benefit of any 
thoughts the officials might care to express on the subject, be- 
fore committing the League to the extent a resolution of the 
board would commit the whole organization. ‘ 


ANTHRACITE INVESTIGATION 


‘The Boston & Maine, Central New England, Central Ver- 
mont, and the New Haven, in an answer filed to the petition 
of the New England Traffic League and others for widening the 
scope of the investigation in No. 15006, have asked the Com- 
mission to deny the petition. The carriers said the record indi- 
cated that the Commission did not intend to make the proceed- 
ing all embracing; that the issues already involved in the pro- 
ceeding were so broad that they would require a very extended 
record and a great deal of time for their determination and that 
they should not be further extended; that the rates on coal 
from New England ports to interior New England destinations 
were immaterial and of no interest to the Commission or the 
parties in determining the issues in the proceeding for the rea- 
sons that, first, the said rates were the same regardless of the 
origin of the coal; second, that the total charges via the rail- 
water-and-rail routes were not within the jurisdiction of the 
Commission and varied to such an extent that they could not 
be determined or regulated by any order of the Commission. 

The Pennsylvania Railroad Company asked that the peti- 
tion be denied. The company said it was not in the public 
interest that the issues be further extended. The carrier also 
denied that the record showed that the Commission intended to 
make the proceeding all-embracing. 

The Baltimore & Ohio has asked the Commission to deny 
the petition. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 15614, Elberta Crate Company vs. 
Atlantic Coast Line et al., has asked the Commission to give 
further consideration to the record in this case and thereafter 
issue such order, or orders, as will cause the removal of the 
undue prejudice and preference found by the Commission to 
exist against the interstate shippers. 

The defendants in No. 16491, Pacific Tank & Pipe Company 
et al. vs. the Southern Pacific Company et al., have asked the 
Commission to strike out the petition and motion by the Upson 
Company, for the consolidation of docket No. 16491 with docket 
No. 17006. 

The complainants in No. 15029, Des Moines Board of Trade, 
and Greater Des Moines Committee, Inc., vs. Des Moines & 
Central Iowa Railroad et al. have asked the Commission for 
further order and decision therein. 
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Decisions of Interstate Commerce Commission 


POTATO INCREASES UNJUSTIFIED 


The Commission, by. division 3, in I. and S. No: 2626, pota- 
toes from Western Trunk Line territory to Missouri (mimeo- 
graphed), has found proposed increased rates on potatoes, from 
Western Trunk Line territory, particularly Wisconsin, to points 
in southeastern Missouri, not justified. It has ordered the sus- 
pended schedules canceled and the proceeding discontinued. 
The origin territory, the report said, was divided into many 
groups, but that the rates from many of the groups were the 
same. It treated Waupaca as representative. The report said 
the revision proposed by the schedules would cause more than 
7,000 increases and fewer than 1,500 reductions. The increases, 
the report said, ranged from half a cent to 11.5 and that of the 
latter there were many. 

Present and proposed rates were joint rates, but the pro- 
posed were on a different basis. The proposed basis was com- 
binations on St. Louis, Thebes or Cairo, plus the Memphis- 
Southwestern, or 9702 scale. The basis, however, the report 
indicated, was not followed in all instances. To points in Mis- 
souri, near the Arkansas line, it said, the rates proposed were 
those in effect to more distant points in Arkansas. Some of 
the proposed rates, it pointed out, would be higher than the 
rates to more distant Arkansas points. To points north of the 
9702 territory it said the carriers proposed the St. Louis com- 
bination or other gateway combination and the class C rates 
beyond. 

Broadly speaking, the respondents contended they were 
giving effect to the Memphis-Southwestern decision. However, 
the Commission pointed out that the Memphis-Southwestern 
rates on potatoes became effective November 27, 1923, but that 
no attempt was made by the carriers then to adjust the rates 
from Wisconsin to southeastern Missouri so as to reflect a 
component factor beyond St. Louis or other gateway consistent 
with the scale in that case. Instead, in October, 1924, it said, 
they reduced the rates from Wisconsin origins in amounts be- 
tween 4.5 to 7.5 cents, whereas they contended in this case that 
the Memphis-Southwestern case would have supported an in- 
crease at that time. Those reductions, it pointed out,. were 
made a year and a half after the Memphis-Southwestern case 
took effect and were still in use. 

Independent of that case, the carriers said, the proposed 
rates were justified by comparison. 

The Wisconsin Potato Shippers’ Association, the protestant 
in this case, contended that the proposed joint rates could not 
be justified, inasmuch as substantially lower rates than the 
combinations proposed were applicable from the same points 
of origin to Arkansas, Louisiana and other destination terri- 
tories in the southwest. The carriers retorted that the rates 
used for the making of such comparisons were naturally on a 
lower level on account of water competition. The protestant 
also pointed to fourth section violations as reason for con- 
demnation of the proposed rates 


In disposing of the matter the Commission said the carriers, 
in using the full combinations, had gone beyond what was said 
in the Memphis-Southwestern case. It pointed out that they 
had maintained differentials from St Louis to 9702 territory, 
while in this case they were proposing full combinations. It 
said that the relationship created by the use of differentials 
was what the report in that case said was to be maintained. 
But, aside from that, it said that comparison of the proposed 
rates with rates to Arkansas or to southwestern Missouri and 
Kansas, failed to convince it that the proposed rates would be 
reasonable. 


THEATRE CHAIR MINIMUM 


The Commission, by division 3, in I. and S. No. 2629, Theatre 
Chairs From. Various Points to Southwestern Destinations, 
mimeographed, has found justified, with exception, the proposed 
increased minimum weight on theatre chairs, set up or knocked 
down, in straight or mixed carloads, with other furniture or fur- 
niture parts, from points in specified territories to Texas gulf 
ports and El Paso, Tex., and points taking the same rates, and to 
Oklahoma, and on traffic originating at or destined to points in 
Louisiana, northeastern Texas and Texarkana The suspended 
schedules have been ordered canceled, without prejudice to the 
filing of new ones in accordance with the findings. 

The proposal was to increase the minimum from 12,000 to 
16,000 pounds, subject to Rule 34, applicable in connection with 
commodity rates on theatre chairs, set up or knocked down, in 
straight or mixed carloads, or in mixed carloads of furniture 
a8 are provided with carload, less than carload, and or any 





quantity ratings in Western Classification territory under the 
captions “furniture” and “furniture parts (except school desks 
and seats, iron or steel and wood combined, and household 
refrigerators)” to the destination hereinbefore mentioned. 
Upon protest of a theatre chair manufacturer at Chicago 
the schedules were suspended. At the hearing two parties of 
shippers developed. One was opposed and the other was in 
favor of the proposal. The points at which theatre chairs in 
the origin territories are manufactured are Chicago, and Arling- 
ton Heights, Ill, Port Washington and Superior, Wis., and Hick- 
ory, N. C. The higher minimum, the report said, was proposed, 
primarily, to satisfy manufacturers in central territory who con- 
tended that, inasmuch as they were shipping at a minimum of 
16,000 pounds, the lower minimum in Western territory placed 
them at a disadvantage. The manufacturers in central territory, 
favoring the higher minimum, are at Cleveland, O., and North 
Manchester, Ind. Manufacturers in eastern territory, at Tren- 
ton, N. J., and Readsboro, Vt., also ship at 16,000 pounds. 
Evidence, the Commission said, indicated that 16,000 pounds 
of theatre chairs could be readily loaded on a standard car. 
The protestants said they could not. The Commission said 
they did not offer any definite proof that any type could not be 
loaded to that minimum. The protestants also contended that 
for commercial reasons the minimum should not exceed 12,000 
pounds. The Commission said the facts presented in support 
of that contention were not persuasive that the present mini- 
mum was a commercial necessity. The protestants said the 
minimum from Chicago, for many years, to certain Texas. desti- 
nations, had been less than from central territory. The Com- 
mission said the record did not afford justification for a dis- 
parity. It said the interveners in support of the proposal were 


. Satisfied with the minimum of 16,000 upon which they were 


shipping. 


As to the minimum for mixed shipments, the Commission 
said that under the provisions of the Consolidated Classifica- 
tion applicable from-.central territory to the destinations in- 
volved, theatre chairs might be shipped in mixed carloads with 
furniture taking minima of 12,000 pounds or less, at a mini- 
mum of 12,000 pounds, subject to Rule 34. No justification was. 
shown, it said, for the maintenance of any different provisions 
governing the shipment of theatre seats in mixed carloads with 
other furniture from the origin points here considered. 

These conclusions, the report said, were without prejudice 
to different conclusions which might be reached in No. 18323, 
Investigation of Rates on Furniture, now pending. 


S. CAROLINA CLASS RATES 


The Commission, by division No. 1, in No. 16471, City of 
Augusta, Ga., et al. vs. Atlantic Coast Line et al. (mimeo- 
graphed), has found that the application of ratings provided 
by Southern Classification and notes A and 4 of exceptions 
thereto, in connection with rates on classes 1 to D, both inclu- 
sive, from Augusta to Destinations in South Carolina, within a 
radius of one hundred miles from Augusta, as compared with 
the ratings provided in note 53 of the exceptions governing the 
rates to the same points on state traffic in South Carolina, pro- 
duces undue preference for the South Carolina points and un- 
just discrimination against interstate commerce. In other 
words, the class rates applied by the railroads within South 
Carolina are unduly preferential of South Carolina and consti- 
tute unjust discrimination against interstate commerce. No 
order has been issued. Carriers and shippers are to have an 
opportunity to agree on a method for removing the discrimina- 
tion along the lines of the decision in the southern class rate 
investigation. : 

South Carolina officials did not participate in the complaint 
of the City of Augusta et al. vs. Atlantic Coast Line et al. They 
were notified of the case, which was an attack upon part of the 
intrastate rate structure, differing somewhat, but not much, 
from the general level of state-made rates. The Wilmington 
Traffic Association and Charlotte Shippers & Manufacturers As- 
sociation, Inc., organizations of North Carolina shippers, inter- 
vened. Appearances and briefs were submitted for the Charles- 
ton Traffic Bureau and the Spartanburg Transportation Associa- 
tion, South Carolina organizations. Commissioner McManamy, 
who wrote the report, summarized the case as follows: 


For many years prior to May 25, 1924, class rates from Augusta 
to destinations in South Carolina were governed by Note 53 excep- 
tions to the Southern Classification, which contain ratings on about 
283 commodities. The ratings descriptions and rules in the excep- 
tions were prescribed by the Railroad Commission of South Carolina 
for application on intrastate traffic in that state. The ap lication 
of those exceptions was extended voluntarily by the carriers, for com- 
petitive reasons, to traffic from Augusta and other interstate points 
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to destinations in South Carolina. Effective in February, 1924, the 
carriers cancelled the application of the exceptions on Classes 1 to 
D, both inclusive, between Augusta and South Carolina destinations, 
but on representations of shippers at Augusta that they had not had 
sufficient time in which to enter protest, the exceptions were restored 
on April 12, 1924. The carriers again filed tariffs, effective May 25, 
1924, canceling the application of Note 53 exceptions between Au- 
gusta and South Carolina destinations. Protests against the cancel- 
lation were filed by the complainants herein, but the cancellation was 
permitted. Since May 25, 1924, class rates on Classes 1 to D, both 
inclusive, between Augusta and South Carolina have been governed 
by the Southern Classification and Notes A and 4 of exceptions to 
said classification. 

he level of the class rates from Augusta to South Carolina des- 
tinations is approximately the same as the level of the rates between 
South Carolina points, and is not directly attached in this proceed- 
ing. The underlying cause of the complaint is that Note 53 excep- 
tions generally provide lower ratings than those in the Southern 
Classification and Note 4 exceptions thereto and therefor result in 
lower rates on intrastate traffic in South Carolina than from Augusta 
to South Carolina for similar distances. 


The report contains comparisons of rates and quotations 
from cases in which the Commission deals with classifications 
differing with each other according to whether they are to ap- 
ply to intrastate or interstate, particularly Consolidated Classi- 
fication Case, 54 I. C. C. 70. In that case it said that ordinarily 
there could be no justification for a different rating on an article 
when transported wholly within a state than when moved into 
or out of the state or between states in the same general terri- 
tory. He said a witness for the carriers testified that the de- 
scriptions and package specifications contained in the Note 53 
exceptions were incomplete and inadequate. He said the car- 
riers presented considerable evidence designed to establish the 
propriety of the Southern Classification ratings in comparison 
wit’. the ratings carried th Note 53 exceptions to the Southern 
Classification, the ones applicable in South Carolina on the 
traffic from Augusta. In summing up and disposing of the case 
the Commission said: 


That the situation disclosed by the record results in undue 
prejudice to Augusta and shippers there located and in undue prefer- 
ence of shippers in intrastate commerce in South Carolina is ad- 
mitted by defendants as well as by the South Carolina interveners. 
The parties are at variance only as to the extent of the undue 
prejudice and the methods by which it should be removed. Defend- 
ants contend that the undue prejudice should be removed by the 
adoption of the southern classification on all intrastate traffic in 
South Carolina. Complainants and the South Carolina interveners 
are of the view that it should be removed by the restoration of the 
note 63 exceptions from Augusta. The South Carolina interveners 
further contend that the lower ratings provided in note 53 exceptions 
have not been shown to result in unreasonably low rates; that ship- 
pers from certain border points in South Carolina are under a dis- 
advantage similar to that of Augusta on traffic to points in North 
Carolina and George as compared with intrastate shippers in the 
latter States; that the existing undue prejudice is restricted to a 
limited portion of South Carolina contiguous to Augusta in which 
shippers from that point: and from South Carolina points are in com- 
petition; and that if we find that it should be removed by the estab- 
lishment of the southern classification we should not require the 
adoption of that classification on all intrastate traffic in South Caro- 
lina, but should restrict its application to the portion of that State 
in which shippers from Augusta and from South Carolina points are 
in competition. The record indicates that competition between ship- 
pers from Augusta and from South Carolina points is and has been 
generally restricted to a territory in South Carolina not more than 
100 miles from Augusta. Complainant’s rate comparisons do not in- 
clude points in South Carolina more than 170 miles from Augusta 
and for the most part are limited to points not more than 100 miles 
from that city. 

We find that the application of the ratings provided in the south- 
ern. classification’ and notes A and 4 of exceptions thereto in connec- 
tion with rates on classes 1 to D, both inclusive, from Augusta, Ga., 
to points in South Carolina within a radius of 100 miles from Augusta, 
does not result in unreasonable charges, but results in undue preju- 
dice to Augusta and shippers there located, in undue preference of 
points in South Carolina, and in unjust discrimination against inter- 
state commerce, as compared with ratings provided in note 53 excep- 
tions governing the rates to the same points on intrastate traffic in 
South Carolina. Except as above indicated, we find that the rates 
and ratings assailed are not unlawful. 

In view of the recent issuance of our supplemental report, 109 
I. C. C. 300, in the Southern Class Rate Investigation, which proceed- 
ing contemplates a general revision of the class rates throughout 
southern territory, no order will be entered in the instant case for 
the present. Opportunities will be afforded the carriers and interested 
shippers to agree upon a proper means of removing the undue preju- 
dice and unjust discrimination admittedly existing, failing which the 
matter may again be brought to our attention. 


A LYNCHBURG 'CASE DISMISSED 


The Commission, by division 4, with Commissioner Meyer 
pointedly dissenting, has dismissed No. 17547, Traffic Bureau, 
Chamber of Commerce, Lynchburg, Va., vs. New York, New 
Haven & Hartford et al., finding a commodity rate of 66.5 cents 
on cotton piece goods, from Norwich, Conn. and Canton, Mass. 
to Lynchburg, Va., not unreasonable, unjustly discriminatory or 
unduly prejudicial, although higher than the fourth class rate of 
53.5 cents from Norwich and Canton to Lynchburg. That lower 
fourth class rate is applicable to Montview, Va., a few miles 
from Lynchburg. 

That disregard of the fourth section, the Commisssion said, 
was unauthorized, unlawful and should be removed at once. It 
added that no substantial evidence was introduced with respect 
to unjust discrimination or undue prejudice and that no damage 
was shown because of the fourth section violation. 
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Commissioner Meyer said the Commission repeatedly hag 
said that a commodity rate higher than the class rate was ay 
abnormality requiring special justification. In Traffic Bureay, 
Chamber of Commerce, Lynchburg, vs. Merchants and Miner, 
Transportation Co., 101 I. C. C. 424, he pointed out, the Commis. 
sion had before it these same rates applicable from points iy 
Maine, New Hampshire, Massachusetts, Rhode Island and Cop. 
necticut to Lynchburg over water-and-rail and rail-water-anq. 
rail routes. In that case the 6.5 cent commodity rate was 
found unreasonable to the extent it exceeded the fourth clags 
rate of 53.5 cents and reparation was awdrded. He said similar 
findings should be made in this case. 

The case grows out of the fact that to the small communi. 
ties beyond Lynchburg the Southern Classification’ basis pre. 
vails and the rating on cotton piece goods is lower in Southern 
than in Official. Lynchburg, in the border territory between 
the two territories, according to the carriers, was given com. 
modity rates because most of the haul was in the higher rated 
territory. Lynchburg, however, said that many commodities 
moved to Lyichburg from New England on fourth class and that 
to make an exception on cotton piece goods was unwarranted. 

In distinguishing the instant case from the one on which 
Commissioner Meyer based his dissent, the Commission said 
that the shipments in the Merchants & Miners case moved 
water-and-rail. The Southern Railway, which fought this case, 
was not a party to than one and the Commission said it was not 
content to abide by it. The Commission, however, pointed out 
that an official of the Southern wrote to the Lynchburg com- 
plainant, in connection with its complaint No. 14651 against the 
Erie, attacking the rate on cotton piece goods from Fairview, N, 
J., to Lynchburg because it exceeded the class rate, saying that 
at a temporary measure it had arranged for the publication of a 
commodity rate on piece goods from Fairview to Lynchburg, the 
same as the rates to Montview, Va. F 

“The principle that the Southern assented to in that case,” 
the report said, “is the identical one here asked by the con- 
plainant. The amount of reparation sought in that case was only 
$2.59 and there is no record of application to us for authority to 
pay that amount or any other amount to the complainant 
herein.” 

The complaint about which the Southern wrote, according 
to the report, was dismissed by the complainant. 

The Commission, in this case, pointed out that the defense 
in the Merchants’ & Miners’ case, consisted largely, if not wholly, 
of a recital of the history of the adjustment, which it said, was 
not a justification. In this case, it said, the history was re- 
peated, but in addition the carriers put in testimony to show 
that the fourth class rate in Southern Classification is very low 
and that for a like haul in Official Classification territory, the 
rate, instead of being 66.5 cents, would be 82.5 cents, the dis- 
tance from Boston to Lynchburg being used. 


AUTOMATIC TRAIN CONTROL 


The Commission, in No. 13413, Automatic Train Control 
Devices, sub-No. 15, mimeographed, after inspection and test, 
has found the installation of automatic train stop devices by 
the General Railway Signal Company on the first division of 
the Atlantic Coast Line to meet the requirements of its speci- 
fications and order. It has approved the installation, except as 
to certain changes which it has said should be made. 


FIBER MATCH CONTAINER TESTS 


The Commission, by division 5, in No. 3666, Regulations 
for the Transportation of Dangerous Articles, mimeographed, 
has authorized the carriers to transport matches in fiber con- 
tainers, newly devised, which do not comply with the specifi- 
cations for match containers now in effect. The permission 
carries with it the specifications for the containers which are 
to be given tests. In its report the Commission says containers 
of the new type have passed every qualifying laboratory test 
showing that they have strength equal to or greater than the 
standard box similarly tested, complying with I. C. C. container 
specification No. 6, now used for the transportation of matches 
and is sufficiently efficient to transport matches without greater 
hazard than when in boxes of the standard type. 

Petition for permission to make the test shipments was 
filed by the Federal Match Corporation and the Chicago Mill 
and Lumber Company. They represented that they, in con- 
junction with the Bureau of Explosives of the American Rail- 
way Association, had devised the fiber container before 
mentioned. 

The Commission’s permission, which is subject to the con- 
dition that reports be made to it in regard to the test, allows 
the two manufacturers to ship from Joliet to Brooklyn, Balti- 
more and Boston via specified lines; and from Duluth to Chi- 
cago, St. Louis, and Kansas City, also via designated lines. 

So that comparisons of value may be made the shipments 
are to be made up substantially one-half the lading in standard 
containers and the other half in the new type. The new con- 
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tainers are to be of the 40- and 60-pound sizes. The special 
permission is to be in effect from July 15 to December 31. 


GREEN COFFEE ADJUSTMENT 


Another review of the green coffee rate adjustment in the 
southeast has been made in No. 17116, Fletcher-Wilson Coffee 
Company VS. Louisville & Nashville (mimeographed). The Com- 
mission, by division 4, has dismissed the complaint on a finding 
that the rate of 48.5 cents on imported green coffee, carloads, 
from New Orleans to Montgomery, Ala., is not unreasonable or 
unduly prejudicial. .The complainant asked for a rate of 59.5 
cents. It alleged the 48.5-cent rate was unreasonable and unduly 
prejudicial. The Commission, pointing out that coffee was rated 
fifth class in each of the three great classification territories, 
said that the complainant made no damage claims. 

Dismissal was made upon the authority of Fletcher-Wilson 
Coffee Co. vs. Louisville & Nashville, 93 I. C. C. 555, in which 
the Commission had denied two petitions for rehearing or re- 
argument. The Commission said the facts and conditions cited 
in that case were the same as presented in this one except that 
rates to Atlanta, Chattanooga and Jellico were added for com- 
parison. The report reviews prior cases on the subject. 

Chairman Eastman said he concurred in the decision solely 
pecause of the decision in the case cited in the finding. 


TOMATO CASE DISMISSED 


The Commission, by division 4, has dismissed No. 16907, 
Olivitt Brothers, Inc., vs. Norfolk & Portsmouth. Belt Line et al. 
(mimeographed), finding that a carload of fresh tomatoes, from 
Palmetto, Fla., to Norfolk, Va., reconsigned to New York, in 
May, 1922, was not misrouted and that the combination, based 
on Norfolk, was applicable and not unreasonable. The case was 
one of tariff construction involving a question of back-haul under 
the rule saying that “no reverse or extra hauls will be performed 
except in cases where the direct haul of other lines necessitates 
such extra or reverse haul, in which case the through rates in 
effect via the direct haul. will be observed.” The car was re- 
jected at Norfolk and it was sent to New York via the Penn- 
sylvania. The complainant contended the car should have been 
hauled back to Richmond and the through rate applied. 


KEOKUK NEWSPRINT RATES 


A finding of undue prejudice and an order to remove it not 
later than September 27 have been made in No. 16769, Keokuk 
Shippers’ Association et al. vs. Belt Railway Company of Chi- 
cago et al. (mimeographed), as to rates on newsprint paper, 
from Merrill, Wis., and other producing points in Wisconsin 
and from points of production in Minnesota. to Keokuk, Ia. 
The Commission, by division, 1, in a report written by Com- 
missioner McManamy, found the rates not unreasonable but 
unduly prejudicial to the extent they exceeded or might exceed 
the contemporaneous rates to Fort Madison, Ia. The Commis- 
sion denied reparation. It said there was no proof of damage. 


HIGHER RATE APPLICABLE 


The Commission, by division 4, has dismissed No. 16656, 
Hogan Brothers vs. Chicago, Burlington & Quincy et al. (mimeo- 
graphed), finding the charges collected, at a rate of 70 cents, 
on a carload of wheat bran and wheat shorts, originating at 
Wray, Colo., in November, 1924, and reshipped from Kansas 
City to Atlanta, not unlawful. The complainant routed the 
shipment, expecting to obtain the benefit of a rate of 50.5 cents, 
applicable to shipments moving to Westwego Elevators, La., 
under an intermediate application rule, on the ground that the 
route via Westwego was incomplete in that the tariff did not 
specify the switching line between Westwego Elevators, a sta- 
tion within the New Orleans switching district, and New Or- 
leans. The complainant contended the route was incomplete 
and that, therefore, routes via carriers parties to the tariffs 
were open. The rate claimed was applicable only to specified 
routes. The Illinois Central does not, with its own rails, reach 
Westwego Elevators. The Commission pointed out that the 
tariff provided for absorption of the charges of the delivering 
line by the Illinois Central’ and that it was not necessary to 
name the switching line in the routing instruction to make the 
route complete and therefore the one to be used by the shipper 
desiring the benefit of the 50.5-cent rate. 


COMMISSION ORDERS 


The Western Union Telegraph Company has been permit- 
ted to intervene in valuation docket No. 814, the Missouri, Kan- 
sas & Texas Railway of Texas et al. 

The White Eagle Oil & Refining Company has been per- 
mitted to intervene in No. 18061, Transcontinental Oil Com- 
pany vs. Alabama & Vicksburg Railway et al. 

The Sandusky Cement Company and Kosmos Portland 
Cement Company have been permitted to intervene in No. 
18150, North American Cement Corporation vs. Akron & Bar- 
berton Belt Railroad et al. 


The Lake Charles Association of Commerce, Pittsburg Cot- 
ton Oil Company, Palestine Oil Mill & Fertilizer Company, Oil 
Mill & Fertilizer Works and Pate Brothers have been permit- 
ted to intervene in No. 18066, Little Rock Chamber of Com- 
merce vs. Alabama Great Southern Railroad et al. 

The Commission has reopened for further hearing No. 15595 
(and Sub. No. 1), Chevrolet Motor Company of St. Louis et al. 
vs. Baltimore and Ohio et al., at such time and place as the 
Commission may hereafter direct. 

The By-Products Coke Corporation has been permitted to 
intervene in No. 18355, Virginia Pig Iron Association vs. Ches- 
apeake & Ohio et al. 

The first sentence of the last paragraph of finance docket 
No. 4550, abandonment of Belmont branch by Boston & Maine 
Railroad, has been amended to read as follows: “It is further 
ordered, That this certificate shall take effect and be in force 
from and after August 2, 1926.” 

The Board of Railroad Commissioners of the State of North 
Dakota has been permitted to intervene in No. 17489, Certain- 
teed Products Corporation vs. Aberdeen & Rockfish Railroad 
et al. 

The Commission has dismissed the complaint in No. 17369, 
A. F. Dechman Company vs. Denver & Rio Grande Western et 
al., upon request of complainant. 

The Commission has reopened for reconsideration on the 
records as made, No. 14760 (and Sub. No. 1), Parkersburg Rig 
& Reel Company vs. Chicago, Rock Island & Pacific et al.; No. 
12056, Same vs. Director-General, as agent, Baltimore & Ohio 
et al.; No. 13506, Same vs. St. Louis-San Francisco et al.; and 
No. 13537, Same vs. Chicago, Milwaukee & St. Paul et al. 

The West Virginia Pulp & Paper Company, the Atlas Port- 
land Cement Company, Hercules Cement Corporation, Penn- 
Allen Cement Company, Penrsylvania Cement Company, Naza- 
reth Cement Company, Dexter Portland Cement Company, Giant 
Portland Cement Company, Coplay Cement Manufacturing Com- 
pany, Vulcanite Portland Cement Company, Edison Portland Ce- 
ment Conipany, Phoenix Portland Cement Company, Lawrence 
Portland Cement Company and Allentown Portland Cement Com- 
pany have been permitted to intervene in No. 18257, Sub. No. 
1, the Glens Falls Portland Cement Company vs. Delaware and 
Hudson Company et al. 

The Commission has reopened for further hearing No. 15831, 
Grovier-Starr Produce Company vs. Chicago, Rock Island & Pa- 
cific et al., and set this proceeding for hearing July 21, Hutchin- 
son, Kan., before Examiner Copenhafer. 

The orders entered in No. 15635, the Wichita Chamber of 
Commerce et al. vs. Alabama & Vicksburg et al., on March 9, 
1926, as subsequently modified, has been further modified so 
that it will become effective on August 23, 1926, upon not less 
than 30 days’ notice only in so far as it requires the publication 
of rates from Jacksonville, Fla., to Wichita, Kan., not to exceed 
the rates maintained from Jacksonville to Kansas City by more 
than 10 per cent; but in all other respects the order of March 
9, 1926, is to remain in full force and effect. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 804, Houston & Texas Central 
Railroad, and valuation No. 818, Natchez & Southern Railway. 

The Chamber of Commerce of the City of Elizabeth, N. J., 
the Wheeling Steel Corporation and the Chamber of Commerce 
of Paterson, N. J., have been permitted to intervene in No. 
18031, the American Motor Body Corporation et al. vs. the 
Baltimore and Ohio et al. 

Jos. Schlitz Beverage Company, United States Brewing Com- 
pany, American Bottlers of Carbonated Beverages and Anheuser- 
Busch, Incorporated, have been permitted to intervene in No. 
18207, Cliquot Club Company et al. vs. Atlantic Coast Line 
Railroad et al. 

The Commission has denied the petition filed by Agent 
Leland on behalf of cetrain respondents for vacation in part of 
I. and 8. No. 2660, grain and grain products from western points 
to Mississippi River crossings. 


SUSPENDED TARIFFS 


In I. and S. No. 2703, the Commission has suspended from 
July 8 until November 5, schedules as published in supplement 
Nos. 18 and 19 to Missouri Pacific, I. C. C. No. A-5916 and sup- 
plement Nos. 6 and 7 to Missouri Pacific, I. C. C. No. A-6488. 
The suspended schedules propose to restrict the terminal rules 
governing the rates on grain, carloads, from points in Colo- 
rado, Kansas, Iowa, Missouri, Nebraska and Oklahoma to Gal- 
veston, Houston and Texas City, Tex., when for export. This 
action would result in increases in amounts equal to the 
switching charges necessary to effect shipside delivery. The 
following is illustrative: 

Bulk Wheat, Carloads 
Rates in cents per 100 pounds except as noted. From Kansas 
City, Mo., to Galveston, Texas (shipside). 
Present Proposed 
30% A’ 30% plus $4.05 per car. 
30% B 30% plus $3.15 per car. 
A Via, Galveston Wharf Company. 
B Via Galveston, Harrisburg & San Antonio Ry. 
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In I. and S:, No. 2702, the Commission has suspended from 
July 7 until November 4 schedules as published in supplement 
No, 9 to Speiden’s I. C. C. No. 949. The suspended schedules 
propose to increase the rates on wire rods, carloads, from 
Cincinnatti, O., and other Ohio River crossings, when from be- 
yond, to southern destinations, particularly to Knoxville, Tenn. 
The following is illustrative, rates being in cents per ton of 
2,240 pounds, on wire rods, carloads: 


eae From Cincinnati, O., to Knoxville, Tenn., present, 319; proposed, 


In: I. and S. No. 2700, the Commission has suspended from 
July 4 until November 1, schedules as published in Supplement 
No. 2 to Minnesota Atlantic Transit Company’s I. C. C. No. 32. 
The suspended tariff proposes to cancel Grand Fruit Railway 
System routing on class and commodity rates from Duluth, 
Minn., to New England destinations on the New York, New Ha- 
ven & Hartford Railroad when routed via the Minnesota & At- 
lantic Transit Co. to Port Huron, Mich., thence the Grand Trunk 
Ry. System to Buffalo, N. Y., for eastern connections, resulting 
in the application of higher combination rates. 

In I. and S. No. 2701, the Commission has suspended from 
July 6 until November 3 schedules as published in Supplements 
Nos. 4 and 5 to Agent C. W. Galligan’s I. C. C. No. 65. The sus- 
pended schedules propose to reduce the rates on railway car 
material carloads from Chicago, Ill., and group points, also 
Elgin, Joliet & Eastern Ry. points to Mount Vernon and East St. 
Louis, Ill., and St. Louis, Mo., also between Mount Vernon, IIl., 
on the one hand and East St. Louis, Ill., Belleville, Ill., and St. 
Louis, Mo., on the other. The following is illustrative, rates in 
cents per 100 pounds, except as noted: 


From Chicago, Ill., to Mt. Vernon, Ill., *present 22, tproposed 
17%; Chicago, Ill., to St. Louis, Mo., *present 22, tproposed 17%; 
Mt. Vernon, Ill., to St. Louis, Mo., *present 12, tproposed 151. 


*Minimum weight 36,000 Ibs. tMinimum weight 80,000 lbs. tRate 
applies on car wheels and car axles, C. L., min. wt. 30 gross tons 
for ton of 2240 Ibs. 





UNCONTESTED FINANCE CASES 


The Great Northern has been authorized to procure authentica- 
tion and. delivery of $45,000,000 of general mortgage 4% per cent bonds, 
series D, to exchange the bonds for a like amount of 5 per cent bonds, 
series C, now held in the company’s treasury, and to sell $15,000,000 
of — D bonds at not less than 91% per cent of par and accrued 
nterest. 

The Minnesota Western has been authorized to issue and sell 
$600,000. of first mortgage 6 per cent 30-year gold bonds at not less 
than par and accrued interest. 

The Commission has granted the application of the New Or- 
leans, Texas & Mexico for additional time within which to issue 
acre of first mortgage 5 per cent bonds to and including June 


FINANCE APPLICATIONS 


The Reading ye oe has applied for authority to acquire con- 
trol, by lease, of the Lehigh and New England Railroad Company, 
together with other lines of railroad operated in connection there- 
with, for a period of 999 years from Jan. 1, 1927. The applicant said 
it did not now exercise any control over the Lehigh. The applicant 
said the proposed acquisition of control would be in the public in- 
terest in that: 

“It will secure the continuance and enlargment of the close re- 
lations and important traffic interchanges which, for many years, 
have existed between the Lehigh company and applicant; it will en- 
able applicant to open new and shorter routes for the transporta- 
tion of anthracite coal from the Schuylkill region to points in east- 
ern and northern New York and New England; it will permit the im- 
provement of through routes now existing and the opening of ad- 
ditional through routes for the handling of traffic between the New 
England states and southern, western, southwestern and southeast- 
ern states. The proposed lease furthermore will facilitate the handling 
of traffic over the lines of the Lehigh company and also effect econo- 
mies in general expenses, transportation expenses and in equipment 
maintenance of the latter company as well as in expenses of Reading 
Company at common points.” 

The Reading connects directly with the Lehigh at Tamaqua, Pa., 
at Bethlehem, Pa., over the Central of New Jersey, the majority of 
whose stock is owned by the Reading; at Slatington, Pa., by means 
of trackage rights over the Lehigh Valley between Little Run Junc- 
tion and Slatington; and at Catasauqua, Pa., over the railroad of the 
Catasauqua & Fogelsville, a subsidiary of the Reading. The appli- 
cant said the Lehigh company was afi important connecting line and 
feeder to applicant’s system and did not parallel or compete with it 
to any extent. Under the lease the applicant will pay an annual net 
rental of $1,069,000 for the Lehigh & New England. 

The Gulf, Mobile & Northern has applied for authority to acquire 
control of the Jackson and Eastern Railway Company by purchase 
of the entire capital stock of the company. The total mileage op- 
erated by the Jackson and Eastern is approximately 33 miles. The 
principal termini are Lena and Union, Miss. The applicant connects 
with the line at Union. The maximum amount to be paid for the 
line is $510,000 and the minimum, $500,000, the applicant agreeing 
. to pay for the stock a sum equal to $15,000 multiplied by the num- 

ber of main line miles of the constructed railroad of the Jackson 
and Eastern. The Gulf, Mobile & Northern said it proposed to have 
the Jackson and Eastern extend its line into Jackson, Miss., thereby 
opening up a new territory which did not at present enjoy railroad 
facilities, and make connections at Jackson with the Alabama & 
Vicksburg, Gulf & Ship Island, Illinois Central, New Orleans Great 
Northern, and Yazoo & Mississippi Valley. Upon completion of the 
line into Jackson, a reciprocal traffic arrangement is contemplated 
with the New Orleans Great Northern which will afford that line a 
free outlet to the Ohio river and the operation of a through route 
between New Orléans to the Ohio River through the unified con- 
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trol of the G. M. & N. and J. & E., which, according to the appli. 
cant, will afford service that otherwise would be impracticable. 

The Woodworth & Louisiana Central has applied for authority ty 
abandon 6 miles of line between Woodworth and Lamorie, La., Owing 
to cessation of production of timber which furnished the most of the 
traffic for the line. 

The Buffalo, Bradford & Pittsburgh Railroad Company has applieg 
to the Commission for ate to abandon its west branch extend. 
ing from a point near Bradford to Nusbaum, Pa., a distance of 3.63 
miles. The applicant said the only shipper on the branch had been 
the Nusbaum Works, that the plant of that company was destroyed 
pe 2 ae in 1924, and that the company did not intend to rebuild the 
plant. 

The San Diego & Arizona Railway Company has filed a supple. 
mental applicantion asking that: the Commission cancel that part of 
an order entered July 7, 1925, authorizing the carrier to issue two 
promissory notes in the sum of $135,660.15 each, one to the Southern 
Pacific Company and one to the J. D. & A. B. Spreckles Securities 
Company, the proprietary companies of the applicant. The notes were 
to be issued to secure payment of interest on cash advances. The 
proprietary companies asked that, instead of issuing the notes, the 
applicant should issue waivers to toll the statute of limitations against 
the amounts involved and that was done. 

In several applications the Seaboard Air Line has asked authority 
to issue 4 per cent refunding mortgage gold bonds in the aggregate 
of not more than $1,595,360.44 to reimburse its treasury for capital 
expenditures; to issue $282,735.07 of like bonds for a similar purpose; 
to pledge aforesaid bonds as collateral security for all bonds issued 
or to be issued under applicant’s first and consolidated mortgage; to 
issue in reimbursement of capital expenditures $2,114,500 of 6 per cent 
first and consolidated mortgage bonds and to pledge said bonds for 
short term notes; to issue $952,500 of 6 per cent first and consolidated 
mortgage bonds in reimbursement of expenditures for retirement of 
equipment trust obligations and to pledge said bonds for short term 
notes, and to issue in reimbursement of capital expenditure $652,500 of 
6 per cent first and consolidated mortgage bonds and to pledge said 
bonds as collateral for short term notes. The Brooksville & Inverness 
Railway asked authority to issue and deliver to the Seaboard $650,000 
of 6 per cent first mortgage bonds in repayment of advances made 
by the Seaboard. 

The Smoky Mountain Railway Company has applied for authority 
to abandon and take up its rails from Ritter to Bone Valley, N. C., 
a distance of 9.6 miles. The applicant said that the lumber industry 
peer provided traffic for the road had permanently discontinued pro- 

uction. 

The Chicago, Attica & Southern has applied for authority to 
authenticate and deliver $46,000 of first refunding mortgage 6 per 
cent bonds of an issue heretofore authorized by the Commission to 
reimburse its treasury for expenditures made. in connection with 
acquisition of equipment. The company also asked approval of the 
sale of $20,900 of the first refunding rg bonds, the proceeds 
from which were applied on discharge of indebtedness. It also asked 
authority to authenticate and deliver a sufficient amount of first mort- 
gage refunding bonds at not less than 85 per cent of vg to refund 
principal and interest of balance remaining unpaid on the first mort- 
gage. It also asked authority to authenticate and deliver sufficient 
of the issue heretofore authorized at not less than 85 per cent of par 
to retire $108,800, together with interest, on account of petitioner's 
bonds secured by its second mortgage to J. Shannon Nave, trustee. 

W. H. Bremner, as receiver of the Minneapolis & St. Louis, has 
applied for authority to issue $200,000 of receiver’s certificates of in- 
de cagneae in renewal of an obligation for a like amount now out- 
standing. 


ELECTRIC LINE EXEMPTIONS 


The Commission, by supplemental order in regard to rules 
and instructions for the inspection and testing of-locomotives 
propelled by other than steam power (mimeographed and un- 
numbered) has extended the list of electric lines to which 
the order of December 14, 1925, shall not apply until its further 
order by adding the following: Es 

The Lima-Toledo Railroad Company; the Central California Trac- 
tion Company; Visalia Electric Railroad Company; Sacramento North- 
ern Railway; Salt Lake and Utah Railroad Company (Henry I. 
Moore and D. P. Abercrombie, receivers); Utah-Idaho Central Rail- 
road Company; Milwaukee Northern Railway Company; Chicago, 
South Shore and South Bend Railroad; the Kansas City Railways 


Company (Fred W. Fleming and Francis M. Wilson, receivers); and 
the Cedar Rapids and Iowa City Railway. 


Each of the electric roads. mentioned is to show, on or be- 
fore November 1, 1926, cause, if any it has, (a) why it is not a 
street, suburban or-interurban electric railway operated as a 
part of a general railroad system of transportation, and (b) 
also show what modifications, if any, should be made in the 
rules and instructions approved by the order of December 14, 
1925, in so far as it may relate to locomotives, propelled by 
power other than steam power, used or permitted to be used on 
its line, and why the rules and instructions, with or without 
such modifications, should not be observed by it from and after 
a date to be fixed by the Commission. 


RATES ON CANNED GOODS 


R. Moulton, of the New Orleans Traffic Bureau, testified in 
docket 17776 and consolidated cases, the National Canners’ As- 
sociation against the B. & O., involving rates on canned goods 
moving from C. F. A. points to the Mississippi Valley, hefore 
Examiner Jewell at Chicago. He pointed out that rates to 
points in the Southwest were comparatively not any higher than 
rates to the Mississippi Valley from Chicago. He said the Com- 
mission had indicated that a higher scale of rates should be 
used west of the river than east, but that the carriers had 
really applied the 9702 scale east. 

F. H. Behring, for the Southern, introduced testimony and 
exhibits to show rates in the Southeast, or that part of the 
territory through which canned goods would move from C. F. A. 


points of origin. It was his position that these rates were not 
unreasonable. 
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Restoration of the 1911 adjustment, with relation to the Dan- 
Ville-Attica base rate as to both intrastate and interstate rates, 


shipped greater quantities of grain to Indianapolis than to Chi- 
cago. That city also showed rates to Indianapolis from points 











76 THE TRAFFIC WORLD 


on the Illinois Central, on a lower level than those assailed, 
for milling, than the rates under assault. 

Through routes via water in connection with water lines, 
Kettler said, evidently were not established, but the fact that 
the Commission was not empowered to determine and prescribe 
minimum rates in the case of a through route where one of 
the carriers was a water line, had to be given consideration. 
He said it would be unsound to prescribe minimum rates for a 
part of a desirable rail-and-water route in operation, which was 
not an established through route, when such rates might not 
be prescribed under the act if that route were established as 
a through route. That phase of the matter was brought into 
the case by admission on the part of the Chicago intervener 
that cargo lots of oats might have been moved at a rate of 1.5 
cents per bushel on oats that reached Chicago from points on 
the Monon. Kettler said the lake rate from Chicago to Buffalo, 
not on file with the Commission, varied and was not included 
in a table of rates showing a contrast of rates from Greencastle, 
Francesville and Fair Oaks, Ind., to New York and Baltimore 
via Indianapolis and via Chicago. It was in connection with 
that table that Kettler made his comment on the unsoundness 
of undertaking to establish a minimum rate for part of a 
through route when such route might include a water route not 
under the control of the Commission. 


COAL RATES PREFERENTIAL 


A finding of unjust discrimination and undue preference has 
been recommended by Examiner J. C. Harraman, in No. 17094, 
Elk River Coal & Lumber Company vs. Baltimore & Ohio et al., 
as to rates of the Baltimore & Ohio and its connections, on 
bituminous coal, from Dundon, W. Va., to eastern destinations. 
He said the Commission should find them unlawful in the re- 
spect mentioned to the extent they exceed the rates from points 
in the Fairmont group. 

The complaint alleged that the rates from Dundon to 
points east of Cumberland, Md., to destinations in the upper 
Atlantic states, New England and the Province of Quebec were 
unjust, unreasonable, unjustly discriminatory and unduly pre- 
judicial and preferential. It also alleged that the complainant 
was denied through routes and joint rates formerly available 
over a route through Elkins, W. Va., in connection with the 
Western Maryland. That route was eliminated after the Balti- 
more & Ohio acquired the Coal & Coke railroad, a carrier line 
used by the complainant in sending coal from its mines at 
Widen, W. Va., to Dundon, W. Va., a distance of 18 miles. 
Transportation from the mines is over the Buffalo Creek & 
Gauley, owned by the complainant. It connects with the Bal- 
timore & Ohio at Dundon, that part of the Baltimore & Ohio 
formerly having been the Coal & Coke. It was absorbed by 
the Baltimore & Ohio on February 1, 1917. Immediately after 
the end of government control the Baltimore & Ohio estab- 
lished rates from mines between Gassaway and Dundon, 15 
cents over the Fairmont rates. 

Complainant contended that the rates from Dundon should 
not exceed the Fairmont rates and that the increase placed it 
at a disadvantage to such an extent that it had to seek other 
markets when the increase was made. The Baltimore & Ohio 
claimed that the situation so changed when it acquired the 
Coal & Coke that it was no longer justified in maintaining the 
Fairmont basis from Dundon. Harraman said that, in view of 
the long period of time in which the origin points under consid- 
eration were on the Fairmont basis, it was incumbent upon the 
Baltimore & Ohio to show that the circumstances and condi- 
tions had so changed as to warrant the increase to the higher 
basis. Upon this record, he said, it had to be found that. no 
justifying change had been shown. 

As to the prayer for the reopening of the old route via 
the Western Maryland, Harraman said the record showed that 
the route now available over the Baltimore & Ohio was ade- 
quate for the movement of complainant’s coal and that no 
necessity appeared for the additional route sought, which, he 
said, would require the Baltimore & Ohio to short haul itself. 


GASOLINE REPARATION 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Henry B. Armes, in No. 
17783, Texas Company vs. Chicago, Burlington & Quincy et al., 
as to rates charged on many carloads of gasoline, from Casper, 


Wyo., to Ogden, Price, Provo and Salt Lake City, Utah, between ; 


November 20, 1923, and December 21, 1924. Armes said the 
rates of 83.5 cents to Ogden and Salt Lake City and 96.5 cents 
to Provo and Price should be found unreasonable to the extent 
they exceeded 66 cents and that reparation should be awarded 
to that basis. 

Reparation was sought to the basis of a rate of 66 cents 
found reasonable, from Casper to Ogden, Salt Lake City and 
Provo in Utah Automobile Association vs. Atchison, Topeka & 
“Santa Fe, 92 I. C. C. 376. The 66-cent rate ordered in that case 
was made effective December 22, 1924. The finding in that case, 
the examiner remarked, did not extend to Price, but that, inas- 


‘moved from Mobile to those cities in the last four years. 
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much as it was intermediate from Casper to Ogden, Salt Lake 
City and Provo, over the Denver & Rio Grande Western, the 
66-cent rate was also given to Price. The complainant, the 


examiner said, rested its whole case on the one hereinbefor 
mentioned. 


COTTON SWEEPINGS RATES 


Examiner F. L. Sharp has proposed the dismissal of No. 17725, 
Julius Friedlander Company vs. Southern et al., on a finding 
that the rates on cotton factory sweepings, from Mobile, Ala, 
to Columbus, Ga., are not unduly prejudicial, as alleged. The 
examiner said the complaint was based on the fact that lower 
rates on sweepings were in effect from Mobile to Athens, Atlanta 
and Macon, Ga., over substantially longer routes. No competi. 
tion, the examiner said, with dealers in the four cities mentioneg 
nor any advantage to any person in those cities, nor in Mobile, 
by reason of the rates in effect to those cities, had been shown, 
The defendants showed that no cotton factory sweepings had 
How. 
ever, upon rebuttal, the examiner said, the complainant insisted 
that, notwithstanding there had been no movement, the exist- 
ence of the lower rates to those points created a formidable 
threat and operated to its injury. How or why that was so, the 
examiner said, had not been stated. Clearly, he said, there was 
no undue prejudice within the meaning of the act. 


BRICK AND TILE RATES 


Examiner Frank E. Mullen has recommended the dismissal 
of No. 17150, Kansas City Brick Company vs. Chicago, Rock 
Island & Pacific, on a finding that the rates on brick and hollow 
building tile, from Vale, Mo., to Kansas City, Mo.-Kans., are not 
unreasonable or unduly prejudicial. 


CARPET RATINGS CASE 


Examiner F. L. Sharp has recommended the dismissal of 
No. 16809, Carson, Pirie, Scott & Co. et al. vs. Atchison, Topeka 
& Santa Fe et al.,'on a finding that ratings of first class, any 
quantity, on carpets and rugs in the three big classification 
territories, are not unreasonable or unduly prejudicial. Com- 
plainants sought carload ratings of fourth in Official and 
Southern territories, and third in Western, on a minimum of 
20,000 pounds, subject to Rule 34, except on oriental and 
chenille rugs and to have the first class ratings retained for 
the less than carload shipments. The ratings sought are those 
applicable on matting, mats and rugs made of fiber, grass or 
straw, with the exception that grass matting in less than car- 
loads takes second in Western and all the fiber floor coverings 
are subject to a minimum of 24,000 pounds. 

The examiner said there was no showing of actual loss of 
business on account of the lower rates on fiber than on fabric 
floor coverings, and that, considering the relative prices of the 
two kinds of floor coverings, it was apparent that the difference 
in the ratings could not have that effect. He pointed out that on 
the shipment of a 9x12 Wilton rug, the heaviest of four kinds, 
the difference in freight rates represented by the difference 
between first and fourth class, from Amsterdam, N. Y., to Chi- 
cago, would be 21 cents, the average weight of a Wilton being 
a little more than 35 pounds. 


EXAMINER FINDS PREJUDICE 


In a report on No. 17524, John A. Whittemore’s Sons et al. 
vs. New York, New Haven & Hartford et al., Examiner Satter- 
field deals with complaints involving three situations in respect 
of rates on coal to points in and around Boston. The report, in 
addition to the title complaint, deals with No. 17458, Nonantum 
Coal Co. vs. Boston & Maine et al., and No. 16902, Boylston Coal 
Corporation et al. vs. New York, New Haven & Hartford et al. 

Satterfield said the Commission should find the rates on 
anthracite coal to West Roxbury, Mass., not unreasonable or 
unduly prejudicial; that it should find the rates to Bemis Sta- 
tion, Watertown, Mass., and on bituminous coal to Roxbury, 
Boylston Street and Forest Hills, Mass., from points in Pennsyl- 
vania and West Virginia not unreasonable, but the hard coal rate 
unduly prejudicial to the extent it exceeded or may exceed the 
rate contemporaneously applied to other stations in Watertown. 
He said the complainant in No. 17458 had not shown that it had 
been damaged by reason of the undue prejudice which had ex- 
isted. It claimed it was in competition with other dealers in 
Watertown and that it had to shrink its prices so as to sell in 
competition with other dealers. The complainant as to rates 
to Bemis station was the Nonontum Coal Company. It paid 
$4.28 on hard coal from Carbondale, Pa., while other dealers in 
Watertown, a suburb of Boston, but outside the switching dis- 
trict, paid $4.16. The finding of undue prejudice was limited to 
that situation. 

As to the Boylston company’s complaint, the examiner said 
the rates were not unreasonable and that the complainants had 
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+ 
not shown they had been damaged by any undue prejudice that 
might have existed. 

Satterfield said the record fell far short of establishing that 
the rates were unreasonable and excessive. Such evidence as 
was presented, he said, was indicative of undue prejudice rather 
than of other elements of unlawfulness, but that it was of a 
quite general character and did not afford any basis for repara- 


tion. 


COPPER AND BRASS ADJUSTMENT 


In a proposed report on No. 17259, Taunton New Bedford 
Copper Co. vs. New York, New Haven & Hartford et al., Ex- 
aminer Charles W. Berry said the Commission. should find the 
rates on copper, brass and bronze sheets, plates, rolls, wire and 
rods, carloads and less than carloads, from Taunton and New 
Bedford, Mass., and New York, to destinations in the New Eng- 
land states and eastern and central states, except to New York 
and New York lighterage points, not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. 

As to the exceptions, he said the Commission should find 
the rates to New York and New York lighterage points were, 
are and for the future would be unduly prejudicial to the com- 
plainants to the extent the rates from New Bedford and from 
Taunton to those points exceeded or may exceed the rates from 
Worcester, Mass., Bristol, Darlington, Pawtucket and Philips- 
dale, R. I, to New York and New York lighterage points. He 
said reparation should be denied. 


COW PEA RATES AND REPARATION 


Attorney-Examiner John McChord, in a proposed report on 
No. 17826, Gay, Sullivan & Company vs. Alabama Great South- 
ern et al., and a sub-number, Chris Rueter vs. Same et al., said 
the Commission should find the rates on cow peas, carloads and 
less than carloads, from about forty points in South Carolina, 
including Anderson, Kershaw, Gilbert, St. Charles and Wood- 
ward, to New Orleans unreasonable to the extent they exceeded 
or may exceed the contemporaneous class-D rates and award 
reparation to that basis on shipments made between December 
25, 19238, and November 1, 1925. He said the carriers had 
offered no substantial evidence justifying abnormal commodity 
rates higher than the class-D rates, the testimony consisting 
largely of a history of the rates and the commodity rates higher 
than the class-D rates under which they said the traffic had 
moved freely. He said such a recital was not justification, as 
the Commission had said in a number of cases. 


TENTATIVE VALUATION REPORT 


El Paso & Southwestern Railroad Company and Burro Mountain 
Railroad Company, as of June 30, 1917, total owned, $15,000,000; total 
used, $15,403,649. The total used figure includes $400,000 for the Burro 
Mountain. On date of valuation the El Paso & Southwestern had out- 
standing a total par value of $19,055,000 in stock and long-term debt 
of which $14,000,000 represented common stock and $5,055,000 funded 
debt. Investment in road and equipment, including land, as of date 
of valuation, was stated on the carrier’s books as $21,512,888.74. Cost 
of reproduction new of total owned property was found to be $17,364,- 
139; of total used, $17,779,549. Cost of reproduction less depreciation 
sesteeen property was found to be $13,987,063, and of total used, 

The El Paso & Southwestern Railroad Company of Texas, as 
of June 30, 1917, owned and used, $3,400,000. 

The El Paso & Northeastern Railroad Company, as of June 30, 
1917, $1,385,000. 

Donora Southern Railroad Company, as of June 30, 1917, $498,000. 

The New Jersey & New York Railroad Company and the New 
Jersey & New York Extension Railroad Company, as of June 30, 
1918, total owned, $1,482,045; total used, $1,587,000. The latter figure 
includes $105,000 for the New Jersey & New York Extension. 


FINAL VALUATION REPORTS 


Valuation docket No. 539, Virginia and Kentucky Railway Co., 
opinion No. B-318, 110 I. C. C. 680-91, final value, for rate-making ae 
poses, of property owned and used for common carrier purposes, $55,- 
321 and of property used but not owned, $3,500, as of June 30, 1916. 

Valuation docket No. 694, Bloomsburg and Sullivan Railroad Co., 
opinion No. B-320, 110 I. C. C. 710-23, final value, for raté-making 
purposes, of property owned and used for common carrier purposes, 
$560,650, as of June 30, 1918. 

Valuation docket No. 444, Laona and Northern Railway Co., opin- 
ion No. B-316, 110 I. C. C. 662-71, final value for rate-making pur- 
poses of property owned and. used for common carrier purposes, 
$190,000 and property used but not owned, $530, as of June 30, 1916. 

Valuation docket No. 531, Brookings & Peach Orchard Railroad 
Co., opinion No. B-317, 110 I. C. C. 672-79, final value for rate-making 
purposes, of property owned and used for common carrier purposes, 
$14,500 and property used but not owned, $695, as of June 30, 1918. 

Valuation Docket No. 613, Tipton Railroad Company, opinion No. 
B-307, 110 I. C. C. 544-52, final value for rate making purposes of 
property owned and used for common carrier purposes found to be 
$29,500, as of June 30, 1918. 


LEASE OF VIRGINIAN 


Argument was heard by the Commission July 8 on the pro- 
posed report of Examiner H. C. Davis recommending denial of 
the application of the Norfolk & Western to acquire control of 
the Virginian by lease. Arguing in support of the application 
and in opposition to the proposed report, Walter R. Staples, 
counsel for the Norfolk & Western, said that the examiner’s 
proposed finding was based on the suppression of competition 


THE TRAFFIC WORLD 77 


between the two lines and the restriction of through routes. 
He dwelt on the advantages that would result through improved 
service and economies. With reference to suppression of com- 
petition, Mr. Staples said that 88 per cent of the Virginian’s 
traffic was coal, which could not move over the Norfolk & West- 
ern, and that of the merchandise traffic only a small part was 
competitive between Norfolk and Roanoke. Financial features 
of the proposed acquisition were discussed by E. W. Knight, 
general counsel of the Virginian. 

Moultrie Hitt, appearing for the Chesapeake Western, asked 
that the Commission impose conditions that would take care 
of the short lines connecting with the Norfolk & Western and 
the Virginian, and that provision be made for preservation of the 
Chesapeake Western, either through fair divisions and proper 
arrangements for routing of through traffic or by lease or pur- 
chase of the property. 


O’FALLON RECAPTURE CASE 


The Traffic World Washington Bureau 


Examiner Kelley’s proposed report in the O’Fallon case 
ignored Supreme Court valuation decisions, according to W. G. 
Brantley, of counsel for the railroads’ valuation committee, who 
said, in his argument, that the examiner had stated what he 
thought ought to be the law rather than the law as it was. He 
argued that present-day prices must be considered in determin- 
ing value and that to ignore that element of value was to ignore 
economic law as well as the law of the land as laid down by the 
Supreme Court. 

Mr. Brantley said the court had not said that cost of re- 
production was the sole measure of value, but he thought that 
it was a dominant factor. He said many factors might enter 
into the situation of a railroad to make its real value some- 
thing less than its cost of reproduction. Referring to the fluc- 
tuating value of the dollar, Mr. Brantley said if property had 
cost. him $1,000 ten years ago but which could not be. replaced 
now for less than $2,000, were taken from him on the basis of 
the cost ten years ago, something would be taken away from him. 

Cost of reproduction and prudent investment theories of 
valuation were discussed by Leslie Craven, of counsel for the 
valuation committee of the western roads. He said the prudent 
investment theory had certain features that were appealing from 
a superficial aspect, but that its strength rested on certain illu- 
sions, one of which was that a dollar was a dollar. He said 
that theory had been repudiated repeatedly by the courts. He 
said that, because of the reduced purchasing power of the dollar, 
it took more dollars now to measure the value of a railroad 
than it used to. He referred to the fact that years ago op- 
ponents of the railroads advocated use of the cost of reproduc- 
tion theory. 


Donald R. Richberg, general counsel of the National Confer- 
ence on Valuation of American Railroads, said the purpose of 
his argument was to offer support of the following proposition, 
stated in the report proposed by Examiner Kelley: 


The value of the property of railroads for rate making purposes 
which is construed to be the value of property devoted to common 
carrier purposes upon which common carriers are entitled under the 
law to earn a fair return, approaches more nearly the reasonable 
and necessary investment in the property than the cost of repro- 
ducing it at a particular time. 


“This proposition,” said he, “approves the ‘prudent invest- 
ment’ theory of valuation as against the ‘reproduction cost’ the- 
ory and thus raises three groups of issues: (1) Constitutional 
limitations; (2) statutory requirements; (3) public policies.” 

Mr. Richberg said he had contended in argument in the 
Rock Island valuation case, December 16, 1925, that the prop- 
erty rights of the carriers were not inherent, natural rights 
whose “value” existed independent of statutory or judiciary law; 
that the legal rights which were called “property” were created 
by legislative power and subject to increase or diminution by 
the action of legislative power; that therefor when the legisla- 
tive power provided standards to be applied by an administra- 
tive commission which limited property rights reasonably and 
uniformly, it could not be maintained that such legislative ac- 
tion (or administrative action in conformity therewith) 
amounted to a deprivation of property without due p rocess of 
law or of an appropriation of property for public use without 
just compensation. In a word, he said, such legislation and 
administrative action were constitutional. He contended that 
a valuation of carrier properties according to the “prudent in- 
vestment” theory conformed to statutory requirements and that 
the statutory requirements were “a reasonable expression of a 
reasonable public policy.” 

Mr. Richberg, discussing section 19a—the valuation act— 
and section 15a of thé interstate commerce act, said it was 
quite evident that the legislative intention expressed in section 
19a was to authorize the Commission to exercise what the 
Supreme Court of the United States described as a “reasonable 
judgment having its basis in a proper consideration of all rele- 
vant facts.” He said no formula was provided whereby the 
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Commission was directed to arrive by mathematical process at 
the sum to be stated as a final value. He said section 15a pro- 


vided a further interpretation of the legislative intention ex- 
pressed in section 19a. i 


“It seems to be frequently assumed that,” he continued, 
“since the Commission is required to give ‘due consideration to 
all the elements of value recognized by the law of the land’ the 
Commission is required, in exercising its ‘reasonable judgment’ 
to. utilize any and all theories of valuation which may have 
received some approval in the courts or which may be likely to 
receive approval. Of course, the Commission is obligated as a 
governmental agency to seek information in the decisions of the 
courts regarding—(1) the legal duties imposed upon it; (2) the 
legal rights of those affected by its actions; and (3) the consti- 
tutional limitations upon the government authority which it is 
directed to exercise. But it would be a most unfortunate abdi- 
cation of independent legislative or executive power for the 
Commission to seek to find public policy or to seek guidance 
for the exercise of legislative or executive discretion, in the 
opinions of the courts. It is the appropriate function of the 
legislative department of government to formulate public poli- 
cies and it is the appropriate function of the executive depart- 
ment and of administrative commissions, to interpret and apply 
the public policies formulated and expressed by the legislative 
department. The only function of the: judicial department in 
this connection is to determine whether a public policy formu- 
lated by the legislative department has been carried into effect 
and to assist in carrying such a policy into effect; with the one 
qualification that if there is a public policy formulated by an 
inferior authority which is in conflict with a public policy for- 
mulated by a superior authority, then the judicial power may 
be exerted in favor of the superior authority. Thus a statute 
may prevail over an ordinance and a constitution over a stat- 
ute.” 

Mr. Richberg said there was no need to repeat the argu- 
ments that had been presented to the Commission many times 
regarding the legal and economic unsoundness of attempting to 
fix the value of carrier property on the basis of reproduction 
cost at prices prevailing at the time of valuation. 

“The legal and economic unsoundness has been thoroughly 
exposed in the opinion of Mr. Justice Brandeis in Southwestern 
Bell Telephone Company Case,” said he. “It is strange that 
lawyers will continue to assert that reproduction cost (less de- 
preciation or without depreciation) must be taken as the basis 
for a valuation when the Supreme Court has asserted that “the 
refusal of the Commission and the lower court to hold that for 
rate making purposes the physical properties of a utility must 
be valued at the replacement cost less depreciation was clearly 
correct.” (Georgia Ry. & Power Co. vs. R. R. Com. of Georgia, 
262 U. S. 625.) 

Mr. Richberg said it was worth while to point out that in 
recent years the trend of legal opinion and economic opinion as 
indicated in a large number of publications of authoritative 
writers, had furnished increasing support of valuations on the 
realistic, practical basis of prudent investment and increasing 
criticism of valuations on the wholly theoretical, impractical, 
economically unsound basis of reproduction cost. He also said 
another consideration was that very few opinions of court upon 
the question of valuation concerned the valuation of railroads 
and that only one opinion of the Supreme Court of the United 
States goncerned the valuation of the railroads as a whole as 
required under the present law, the reference being to the Day- 
ton-Goose Creek recapture decision. He emphasized the con- 
tention that, under the law, the Commission was required to 
fix rates not on the basis of a fair return upon the so-called 
value of each individual carrier property, but on the basis of a 
fair return on the so-called aggregate value of all carrier prop- 
erties. He said Congress had directed the Commission to find 
a rate base—not a rate base for each individual property but 
for all the carriers or for all the carriers in a rate territory. 
Such a rate base must therefore be ascertained by standards 
wholly different from those used in valuing a private industrial 
property, he said. He said Congress had established a basis for 
the so-called valuation of carrier property which was utterly 
unlike the basis that would be suitable for valuation of private 
industrial property. 

Mr. Richberg argued that an increase in investment did not 
necessarily require an increase in rates but that an increase 
in value, according to the theory of reproduction costs, would 
require an increase in rates. He said an increase in investment 
might enable carriers to render more economical service and 
that at the same rates previously allowed a fair return would 
be earned on the additional investment. Increases in value, 
caused by theoretical increases in reproduction costs, would not 
improve the facilities of the roads one iota and would not add 
to those facilities, and yet, assuming the same traffic, an in- 
crease in value would make it impossible for the same rates to 
produce an adequate return, he said. He also argued that the 
disastrous effect of a decline in reproduction costs should be 
pointed out. To apply reproduction costs as the controlling 
factor in valuation, he continued, under such a theory of rate 
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making as provided by the transportation act, would subject the 
railroad industry to increased hazards resulting from generaj 
industrial conditions; would require rate increases that would 
discourage traffic at the times when increased traffic offered 
the best opportunity for profitable operation and would require 
rate decreases at the time when with decreased traffic it might 
be highly important for the railroads to earn as much as Possible 
upon the traffic available. 

“The one standard which should prevail as a stable basis year 
in and year out, the only standard of so-called ‘valuation’ which 
would fit, with any logic, into the policy of rate-making an. 
nounced in the transportation act, is the investment standard,” 
said he. 

“Any attempt to establish ‘values’ for railroad properties by 
the use of fluctuating, imaginary reproduction costs will bring 
nothing but disaster to the railroads. The Commission, which 
is charged with serving the interests of the railroads as public 
servants, must adopt that basis of fixing values which will be 
stable and best calculated to maintain the credit of honestly, 
efficiently operated railroads.” 

P. J. Doherty, of the Commission’s Bureau of Valuation, 
expressing his personal views, said that adoption of the repro- 
duction theory of valuation would add fifteen billion dollars or 
more to the total valuation of the railroads already estimated at 
approximately twenty billion dollars. He said an increase in 
rates of approximately $825,000,000 a year would be necessary 
to yield a return of 5% per cent on thirty-five billion dollars. 
He said that would be an additional tax on the public and an 
unjust and unsupportable burden that would be disastrous to 
the railroads themselves, because it would be more than the 
traffic would bear. He said if prices should drop, on the other 
hand, panic and disaster would be brought about through col- 
lapse of balloon values. 

John E. Benton, general solicitor for the National Associa- 
tion of Railroad and Public Utility Commissioners, devoted the 
overwhelming bulk of his argument to the valuation phase of 
the case. 

For recapture purposes he said the values of separate 
roads were to be those the Commission had used for the same 
roads in finding aggregate value. That, he said, was the com- 
mon sense interpretation of the plan laid down by the law, 
He said the Commission was not directed to hold a hearing for 
finding either aggregate value or the items that made it up. 
Had the Commission proceeded, he said, without hearing, to 
find aggregate value, and the items of value included therein 
for each road, which might be used for recapture purposes, no 
carrier would have been deprived of any constitutional right. 
When rates were to be made, he pointed out, any carrier could 
have claimed that the aggregate was too small and demanded 
an opportunity to be heard as to the fact; and-when a recap- 
ture demand was made any carrier could have had a judicial 
determination of the true amount. Always, he pointed out, 
carriers will have the right to a judicial determination of their 


values before anything can be taken from them by recapture 
proceedings. 


Broadly speaking, Mr. Benton contended that the law in- 
tended the Commission to proceed expeditiously to make valua- 
tions for recapture purposes and that to proceed with such 
valuations “in like manner” as in the making of section 19a 
valuations would mean nothing done within the limit of any 
appropriation Congress had made or was likely to make. In 
fact, he suggested that it was incumbent on the Commission to 
point out to Congress that under the slow processes of section 
19a nothing could be accomplished because to proceed “in like 
manner” after the primary valuation was made would mean, 
for each revision, doing the work that had been done in making 
the primary valuation. 


“While the Commission is not in this case under obliga- 
tion to follow exactly the procedure as is directed by section 
19a, nevertheless it must apply the same general - principles,” 
said Mr. Benton. “This is recognized in the examiner’s tenta- 
tive report. In each case it must find value upon consideration 
of all elements of value recognized by the law of the land. In 
this case, therefore, the Commission must consider and give 
proper weight to all elements which are essential to be con- 
sidered in a section 19a case.” 

After reciting what Examiner Kelley did in arriving at the 
valuation, for recapture purposes, in this case, he asked whether 
that was lawful procedure. Clearly, he said, it was not under 
section 19a because it was not done “in like manner.” There 
had been no correction of the inventory to show changed units 
and prices. However, he said, that that was not determinative. 
The question, he said, was whether the procedure followed by 
the examiner resulted in a just determination of value, one 
that took into consideration all elements of value, and accorded 
to the carrier its constitutional rights. 

Frankly, he said, in his opinion the Commission will never 
be able to bring its 19a values down to date “in like manner.” 

“The task is too stupendous,” said Mr. Benton. “It might 
be done, but it cannot be done with any appropriation that 
Congress has made or is likely to make. And I doubt whether 
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would msate for the great cost and great expenditure of labor that a = ee 
fered would be necessary.” He said he assumed the Commission, in Miscellaneous Decisions 
equir this report, would make clear the impracticability of proceed- 
might ing under the law as it was and that Congress would face the Traffic Cases Recently Decided by State and Federal Courts 
ssible fact and make such changes as were necessary. (Digests taken from Reporters and of National R: 
“Because it is in the interest alike of the public and of the Cycteen, pee oy ag Co., St. Paul, M' 
3 year railroad investor that the railroads shall be removed as com- pytight by West Publishing Co.) 
which pletely as possible from the realm of speculation, and invest- 
g an. ments in ~— —_— “prc te # am gp pon a age ar —— the REGULATION OF COMMON CARRIERS 
lard,” peyestnens MNEAASS Se. FAaTee, . SOS ey: ae are (Supreme Court of Arkansas.) State can regulate motor 
port, a= dhe Fig Pitre = against attack in court. But I vehicles operating for hire as common carriers within state. 
es by have 8 . Kinder et al. vs. Looney, 283 S. W. Rep. 9. 
bring But his fear was not based upon the things in the South- Under Gen. Acts 1921, p. 177, state railroad commission can- 
vhich western Bell and Bluefields cases, the ones upon which the ot restrict number of certificates of public convenience and 
ublic railroad lawyers laid emphasis, but upon the rule for valuation jocessity issued to motor vehicles, operating for hire as com- 
ll be laid down = Smyth vs. Ames, because, as he read the most jon carriers over a given route, without reasonable evidence 
estly, recent decisions, they did not add or take anything from the and finding that such restriction will be beneficial to public.— 
rule laid down in Smyth vs. Ames requiring the consideration Ibid 
ition, of os! ee gs eapetag gs ps: Bey gs gee a Where one previously operating bus line applied to state 
epro- eg ae ae, vo ras ae yg ppm ‘de “9 ten ge sy te il © railroad commission for certificate to operate during year 1926 
rs or him, rep _ & age e NOmeyY over same route, and conditions prescribed by commission had 
2d at report, the value found could not stand, should the report be been complied with, plaintiff, who had already obtained a cer- 
e in afirmed by the Commission. tificate of pub / . 
public convenience and necessity for same route under 
a Teg gs see Rte gy Bee ple ae = same schedule, held not entitled to restrain applicant or its 
ars, ’ ° ? ’ 
d an Commission, using the right method, could correct errors in the —" trom operating until after final hearing by. commission. 
8 to examiner’s report. Errors of the examiner, he said, would then . 
the become immaterial. He said it seemed evident that reproduc- 
ther tion cost of property in existence in 1914 had been excluded. 
col- “It rot gs oe = ae the report, se it now oo cannot be Shi + D es 
interpreted otherwise an as an election of the ‘prudent in- 
oCia- vestment’ method of valuation, advocated by Justices Brandeis Ipping €cisions 
the = Holmes, og awterane * — =e mee tego Cases Recently Decided sa! lay and Federal Courts 
9 ell case,” sa r. Benton. “I cannot believe that the ma- ; Digests taken eporters ational 
« jority of the court will submit to be overruled. I may perhaps é System, Ket ches ke West oe oe co mee 
rate think it ought to be overruled, but there is no way under our Copyright by West Publishing Co.) 
ame system of government whereby it can be. This Commission’s 
om- orders must conform to the law, as the court declares it. They 
law. must do this not only in fact but it must appear that they do. (District Court, 8. D., New York.) Limitation of liability by 
for The court has the last move. No useful purpose can be served Ca!riers to amount of stipulated valuation will only be sustained 
up. by opposing an irresistible force. I do not doubt that in this im cases in which choice of rates has been given to shipper 
a case the Commission will follow the law. You will consider 4nd limitation made basis of reduced rate——A. C. Lawrence 
ein all the vedince, giving to each class such weight as you deem Leather Co. vs. Compagnie Generale Transatlantique, 12 Fed. 
ae just and right, as the rule in Smyth vs. Ames requires. When Rep. (2d) 83. 
rht. you shall have reached a conclusion upon such consideration Shipper was entitled to full amount of damages under bill 
uld you will have proceeded lawfully. But if you let the report of lading, limiting steamship carrier’s liability to stipulated 
ied stand in its present form the court will understand that you amount on failure of shipper to declare value, where such failure 
ap have excluded from consideration present cost of reproduction, did not affect reduced rate and limitation of carrier’s liability 
‘ial which the court says you may not lawfully do. That is why I was not because of reduced rate.—Ibid. 
wut, say you should recast the report.” (Circuit Court of Appeals, Fifth. Circuit.) United States 
eir Shipping Board Emergency Fleet Corporation cannot escape 
ire liability, because acting as agent of the United States, where 
CHANGES IN DOCKET record does not show that it acted as such agent in that par- 
in- Hearing in No. 13236, Walrath & Sherwood Lumber Com- ticular transaction.—United State Shipping Board Emergency 
oa pany vs. Director-General, as agent, assigned for July 8, at Fleet Corporation vs. Texas Star Flour Mills, 12 Fed. Rep. 
ch Omaha, Neb., before Examiner Copenhafer, was canceled. (2d) 9. 
9a Hearing in No. 18349, Western Newspaper Union et al. vs. Liability incurred by United States Shipping Board Emer- 
ny Andrew W. Mellon, Director-General of Railroads, as agent, gency Fleet Corporation as carrier is subject to be enforced by 
In assigned for July 9, at Omaha, Neb., before Examiner Copen- suit against it.—Ibid. 
to hafer, was canceled. Provision in ship’s bill of lading limiting time for bringing 
on Hearing in No. 12556, J. F. Bloom & Co. vs. Director-Gen- suit will not be given effect of barring suit, unless requirement 
~ eral, as agent, Montpelier & Wells River R. R. et al., assigned was reasonable.—Ibid. 
n, for July 10, at Omaha, Neb., before Examiner Copenhafer, was Provision in ship’s bill of lading limiting liability to cases 
1g canceled. where suit was commenced within six months from delivery of 
Hearing in I. and S. No. 2654, and first supplement, eggs goods to carrier held unreasonable as for damages to flour, which 
. and dressed poultry from Arkansas and Oklahoma to New Or- was not delivered until five months after delivery to carrier, 
- leans, La., assigned for July 9, at Kansas City, Mo., before allowing shipper, resident of Texas, only one month to ascertain 
= Examiner Kerwin, was canceled. condition of flour in Cuba and to make investigation as to cause 
. Hearing in No. 18213, National Petroleum Association vs. of damage.—lIbid. 
. “4 ob “yt Rel al., assigned Oe ae 12, at Oil City, Pa., before Carrier’s delay of five months in carrying flour from Texas 
n Oil City, Pa. coinla Macsenner wi hoe Bape for July 9, at to Cuba, where parental epee eg a weeks, held to 
e ? “9 ° have been progressive cause of damage to flour caused by wee- 
1- Argument in No. 12400 (Sub. No. 1), J. Hungerford Smith ji} ordinary period for germination of weevil in flour being 
Grape Juice Co. vs. A. G. S. R. R., Director General, as Agent, pout sixty days under conditions prevailing in such climate.— 
4 et al., assigned for July 9, at Washington, D. C., was cancelled. Ibid. : 
r wae Provision in ship’s bill of lading exempting carrier from 
r liability for damage to cargo until actually loaded for trans- 
3) WENATCHEE SOUTHERN CASE portation and after leaving vessel’s tackles, and for damages by 
5 The Wenatchee Southern has withdrawn its most recent heating, or effects of climate, decay, putrefaction, ferment, rust, 
’ petition for an extension of time within which to begin con- sweat, or by nature of goods or cargo, held not to exempt car- 
, struction of its proposed line of railroad in the state of Wash- rier from liability for damage to flour caused by working of 
2 ington. weevil, and due to an unwarranted delay between time it was 
l aa bmp ranett of said petition for extension of time is received and time it was loaded in vessel.—Ibid. 
made for the reason that a contract for the construction of the Contract for freight space imposes on carrier impli bli- 
railway has been entered into and construction has already gation to have vadeat anand Penna port of loading earned yer 
commenced,” the company said. sonable time, and to exercise ordinary care for safety and pro- 
The petition for another extension of time had been set for tection of cargo from time it was accepted for shipment.—Ibid. 
hearing at Wenatchee, Wash., before Commissioner Aitchison, Carrier is liable for breach of contract obligation incurred 


July 28, before ship’s bills of lading were signed.—Ibid. 
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Where carrier accepted flour for shipment without notifying 
shipper that shipment of it would be delayed, it was to be in- 
ferred that flour would not be subject to destructive delay before 
it was started on its voyage.—lIbid. 

Carrier of perishable freight fails in its proper care by rea- 
sonably avoidable delay in movement resulting in injury or 
ruin, and under Comp. St., sec. 8029, could not be contract ob- 
tain relief from liability for loss or damage arising from such 
fault or failure.—Ibid. 

Action against United States Shipping Board Emergency 
Fleet Corporation for damages for breach of obligation imposed 
by contract of affreightment was not a suit in admiralty, so as 
to come within provisions of admiralty act, sec. 3 (Comp. St. 
Ann. Supp. 1923, sec. 1251%4b), limiting recovery of interest.— 
Ibid. 

(District Court, E. D., Louisiana, New Orleans Division.) 
Contract of affreightment held not void for want of mutuality, 
because of clause allowing abandonment of voyage when war 
or hostilities, actual or ‘threatened, make it unsafe or imprudent 
to sail, such clause not making service depend on master’s or 
owner’s independent will.—Churchill Line vs. Gulf Naval Stores 
Supply Co., The Ariadne Irene, 12 Fed. Rep. (2d) 131. 

Shipowner may sue shipper for breach of contract of 
affreightment by refusal to use space reserved.—Ibid. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, Dallas.) In view of his- 
tory of legislation, transportation act, 1920, secs. 400, 437 (U. S. 
Comp. St. Ann. Supp. 1923, secs. 8563, 8604a), amending inter- 
state commerce act, held not to broaden provision of interstate 
commerce act, sec. 20, par. 11, governing liability of common 
carriers to shippers for loss or damage to shipments, so as to 
make it applicable to shipments from United States to non- 
adjacent foreign countries.—A. L. Wolff & Co. vs. Missouri, K. 
&'T. Ry. Co. of Texas et al., 283 S. W. Rep. 250. 

In absence of contrary statute, provision of bill of lading 
limiting carrier’s liability to its own line is valid.—Ibid. 

Rev. St. 1925, art. 883, prohibiting carriers within the state 
from limiting their common law liability, held not applicable 
to shipments to non-adjacent foreign countries.—Ibid. 

Rev. St. 1925, art. 905, governing liability of connecting 
carriers respecting shipments ‘between points in this state,” and 
article 906, authorizing suit against connecting carriers, held not 
applicable to shipments from United States to non-adjacent for- 
eign countries.—Ibid. 

Provision of bill of lading, governing shipment of cotton from 
Texas to England, limiting carrier’s liability to its own line and 
exempting it from liability for loss or damage caused by fire, held 
valid at common law, and was therefore binding on all parties; 
interstate commerce act, sec. 20, par. 11, as amended by trans- 
portation act 1920, sec. 437 {U. S. Comp. St. Ann. Supp. 1923, 
sec. 8604a), and Rev. St. 1925, arts. 883, 905, 906, not being 
applicable.—Ibid. 

Where bill of lading, governing shipment to non-adjacent 
foreign country, contained valid provision exempting carrier 
from liability for loss by fire, held that rights of parties were 
governed by common law, and, on proof of destruction of ship- 
ment by fire, burden of proving negligence was on shipper, there 
being no presumption of negligence.—lIbid. 


Under bill of lading governing shipment to non-adjacent 
foreign country validly limiting carrier’s liability to its own 
negligence, held that carrier was liable as warehouseman.—Ibid. 

Evidence held to show that damage to shipment of cotton 
by fire while on pier waiting to be loaded on vessel for trans- 
portation to England was not due to negligence of railroad or 
connecting carrier, but was sufficient to go to jury on issue of 
negligence of United States Shipping Board Emergency Fleet 
Corporation, to whose agents it had been delivered.—Ibid. 

(Supreme Court of Arkansas.) Defenses offered to support 
judgment cannot be considered on appeal, where not presented 
as issues by pleadings or testimony in trial court.—Straub et al. 
vs. Missouri Pac. R. Co., 283 S. W. Rep. 36. 

Where car had been loaded, and shipper had notified engine 
foreman in person that it was ready for shipment, which, ac- 
cording to custom, was all that was necessary to constitute de- 
livery to carrier, delivery held completed, notwithstanding ship- 
ping order was never signed by carrier’s agent.—Ibid. 


Carrier’s contract with shipper, releasing~carrier from all 
liability for damage by fire to building or property of shipper 


THE TRAFFIC WORLD 





Vol. XXXVIII, No, 


on such premises, being limitation of carrier’s common-law jj, 
bility, held void under Crawford & Moses’ Dig., sec. 843.—Ibig 

Common carrier cannot change its public character by py, 
vate contract with shipper to haul freight over its tracks fro 
one industrial track to another industrial track in state, whether 
tracks are owned by shippers or carriers.—Ibid. 

(Court of Civil Appeals of Texas, Dallas.) On appeal fron 
order denying motion to dissolve temporary writ of injunction, 
only question reviewable is whether trial court erred in refusing 
to dissolve injunction.—Frederick Leyland & Co., Limited, yg 
Webster Bros. & Co., 283 S. W. Rep. 332. 

General creditor, asserting unsecured claim not reduce 
to judgment, cannot restrain debtor from selling, removing, 9 
disposing of his property at his own pleasure pending common. 
law action.—Ibid. 

Under federal bills of lading act, Aug. 29, 1916, secs. 23, 24 
(U. S. Comp. St., secs. 8604L, 8604LL), and, in view of sections 
3, 11, 14, 30 (sections 8604b, 8604f, 8604gg, 860400), shippers 
who delivered cotton to carriers for shipment to foreign country 
on order bills of lading, which they attached to drafts and 
cashed at bank, could not enjoin carrier from transporting it 
to destination, where bills of lading were not first surrendered 
to carrier, or their negotiation enjoined, reemdy by injunction, 
provided by section 24, being limited in operation against bills 
of lading.—lIbid. 

Federal bills of lading act, in view of sections 3, 11, 14, 23, 
24, 30 (U. S. Comp. St., secs. 8604b, 8604f, 8604gg, 8604L, 
8604LL, 860400), was intended to make bill of lading not only 
represent title, but take place of goods for which it was issued, 
so that goods should be emancipated from all rules of pro- 
cedure interfering with its transportation.—lIbid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Appeals of District of Columbia) Railroad, which 
had no tracks within District, and whose only activity was the 
solicitation of traffic for outside the District and employment 
of a general counsel, held not “doing business” within the 
District, under Code, sec 1537, and service of process on its 
soliciting agent was ineffective-—Cancelmo et al. vs. Seaboard 
Air Line Ry., 12 Fed. Rep. (2d) 166. 

For a foreign corporation to be “doing business” within 
the District, under Code, sec. 1537, its business must be of such 
a character and extent as to warrant inference that it has sub- 
jected itself to the jurisdiction.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Commission of Appeals of Texas, Section B.) Under U. S. 
Comp. St., secs. 8604a, 8604aa, governing interstate shipments, to 
which Vernon’s Ann. Civ. St. Supp. 1922, arts. 731, 732, are 
inapplicable, shipper may have recourse against each connect- 
ing carrier for its own defaults, as well as against initial carrier 
for eutire obligation.—Nation vs. San Antonio Southern Ry. Co. 
et al., 283 S. W. Rep. 157. 

Under Rey. St. 1911, art. 1830, subd. 25 (now Rev. St. 1925, 
art. 1995, subd. 24), interstate shipper may sue connecting car- 
rier outside county of its legal residence in county wherein an- 
other connecting carrier, participating in transportation, oper- 
ates its lines, though latter caused none of damage and was not 
sued, in view of each connecting carrier’s liability for its own 
defaults as agents of initial carrier under through bill of lading 
(U. S. Comp. St., secs. 8604a, 8604aa).—Ibid. 

(Court of Civil Appeals of Texas, Amarillo.) Evidence 
given by witnesses held to qualify them generally as experts on 
the questions of appearance, weight, etc., of cattle—Atchison, 
T. & S. F. Ry. Co. et al. vs. Abercrombie, 283 S. W. Rep. 294. 

Expressions used-by witnesses testifying as experts, and 
allowed to give their opinions, “I imagine,” “I guess,” “I think,” 
held tantamount to saying, “It is my opinion.”—Ibid. 

Judgment against carrier for damage to cattle from shrink- 
age is not warranted by evidence of delay at pens and shrinkage 
in course of long transportation, there being no evidence of 
the part caused by negligence as distinguished from that nat- 


urally and necessarily caused by long shipment, for which car- 
rier is not liable.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Texarkana.) Sender of 
telegram, suffering mental anguish because of erroneous infor- 
mation that his mother was dead, cannot recover damages for 
increased mental suffering caused by delay in delivering tele- 
gram sent to father to ascertain truth of mother’s condition, 
since suffering in its inception was not proximately caused by 
fault of telegraph company.—Western Union Telegraph Com- 
pany vs. House, 283 S. W. Rep. 237. 

(Court of Civil Appeals of Texas, El Paso.) Sender of 
message held not contributorily negligent as matter of law in 
addressing it to “Mrs. Net Stone” instead of “Mrs. Nettie 
Stone,” and in failing to address it in care of sendee’s two 
sons, who were well known at point of delivery, with one of 
whom she lived, and which fact was known to sender.—West- 
ern Union Telegraph Co. vs. Stone, 283 S. W. Rep. 259. 
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In action for damages for failure to promptly deliver death 
message, testimony of plaintiff that if telegram had been 
promptly delivered to her on afternoon of its arrival she would 
have left for funeral of deceased in a Ford car if it was im- 
practicable to reach there by train in time, and would have trav- 
eled in car constantly until she reached her destination, which 
was about 300 miles, held admissible on issue of damages, as 
against objection that such method of travel was not so usual 
and established as could reasonably have been within contem- 
plation of parties.—Ibid. 

It is a matter of common knowledge that in 1923 and for 
some years prior thereto the Ford car was recognized in Texas 
as an established, usual, and favorite method of transportation, 
and that, barring accidents and undue heating of the motor, 
it was fairly capable of making 300 miles in 20 hours, even if 
much of the road was unpaved and must be traveled at night.— 
- Mastery which Ford car possesses over bad roads, and abil- 
ity to reach its destination under adverse conditions, is matter 
of common knowledge—Ibid. 

$750 damages for failure to deliver death message held not 
excessive.—Ibid. 


RAILROAD LEGISLATION 
The Trafic World Washington Bureau 


President Coolidge, just before Congress adjourned at 3 
o'clock the afternoon of July 3, signed the Sheppard Dill 
(S. 1344), as amended by the House committee on interstate 
commerce, which extends the liability of the initial carrier un- 
der paragraph 11 of section 20 of the interstate commerce act 
to “property reconsigned or diverted in accordance with the 
applicable tariffs filed in this act as provided.” The bill is now 
the law. 

The Sheppard bill, as amended by the House committee, 
was reported to the House favorably by Representative New- 
ton, of Minnesota, and adopted as an amendment to the Newton 
omnibus bill (H. R. 12065) on the afternoon of July 2 when the 
Newton bill was passed by the House. Later that day, how- 
ever, Mr. Newton called up the Sheppard bill as a separate 
matter, explaining that H. R. 12065 probably would not be acted 
on by the Senate at the session which ended July 3, and that 
the Sheppard amendment could kecome law by the House ap- 
proving it separately. There was no objection and the bill was 
passed. On the night of July 2, Senator Sheppard asked the 
Senate to concur in the House amendment, which was done. 

The new language added to paragraph 11 of section 20 by 
the Sheppard act follows: 


And provided further, That the liability imposed by this para- 
graph shall also apply in the case of property reconsigned or- diverted 
= Sooeae with the applicable tariffs filed as in this act pro- 
vided, 

The purpose of the amendment was explained in the report 
of Representative Newton on the bill published in The Traffic 
World last week. 

The Newton bill (H. R. 12065) providing for several 
amendments to the interstate commerce act and to the trans- 
portation act as explained in detail in The Traffic World of 
May 22, p. 1407, under the heading “Report on Newton Bill,” 
was taken up in the House July 2 under a special rule. Passage 
of the bill by the House places the measure in a position for 
early consideration by the Senate interstate commerce com- 
mittee in the short session which will begin next December. 

Mr. Newton explained the effect of the amendments along 
the lines of his report on the measure. In the course of brief 
debate on the bill several members asked questions as to the 
effect of the proposed amendments which were answered by 
Mr. Newton. There was no opposition to the measure, except 
that Representative Huddleston, of Alabama, who said he 
thought the measure, as far as it went, was a good bill, offered 
an amendment to strike out a provision in the amendment to 
paragraphs 11 and 12 of section 20 of the interstate commerce 
act that “all actions brought under and by virture of this para- 
graph against the delivering carrier shall be brought, and may 
be maintained, if in a district court of the United States, only 
in a district, and if in a state court, only in a state, through or 
into which the defendant carrier operates a railroad.” Mr. 
Huddleston objected to the limitation as to where a carrier 
might be sued. The Huddleston amendment was rejected. 

Representative Newton offered a committee amendment, 
which was adopted, changing part of the language in that part 
of the bill dealing with amendment of paragraph 2 of section 3 
of the interstate commerce act with reference to relieving 
commission merchants from liability for undercharges. Fol- 
lowing is the part of the bill which was amended with the line 
numbers included for the purpose of comparison with the 
amendment offered by Mr. Newton: 


w 


That paragraph (2) of section 3 of the interstate commerce 
4 act, as amended, is amended to read as follows: 

5 (2) No carrier by railroad subject to the provision 
6 of this act shall deliver or relinquish possession at destination 
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of any freight transported by it until all tariff rates and 
charges thereon have been paid, except under such rules 


(Page 2 of bill) 


ont 


and regulations as the Commission may from time to time 
prescribe to govern the settlement of all such rates and 
charges and to prevent unjust discrimination: Provided, That 
the provision of this paragraph shall not be construed to 
prohibit any carrier from extending credit in connection with 
rates and charges on freight transported for the United 
States, for any department, bureau, or agency thereof, or 
for any state or territory or political subdivision thereof, or 
for the District of Columbia. Where carriers by railroad are 
10 instructed by a shipper or consignor to deliver property 
11 transported by such carriers to a consignee other than the 
12 shipper or consignor, such consignee shall not be legally 
13 liable for transportation charges in respect of the transporta- 
14 tion of-such property (beyond those billed against him at 
15 the time of delivery for which he is otherwise liable) which 
16 may be found to be due after the property has been delivered 
17 to him, if the consignee (a) is an agent “only and has no 
18 beneficial title in the property, and (b) prior to delivery 
19 of the property has notified the delivering carrier in writing 
20 of the fact of such agency and absence of beneficial title. 
21 In such cases the shipper or consignor shall be liable for 
22 such additional charges, irrespective of any provisions to the 
23 contrary in the bill of lading or other contract between him 
24 and any carrier, and an action for the enforcement of such 
25 liability may be begun within the period provided in para- 


COnnwr Whore 


(Page 3 of bill.) 


graph (3) of section 16 or before the expiration of six 
months after final judgment against the carrier in an action 
against the consignee begun within the period provided in 
paragraph (3) of section 16.” 


m OOD 


The committee amendment to the above follows: 


- Page 2, line 20, strike out the period at the end of the line, and 
strike out lines 21, 22, 23, and down to the word “an” in line 24, 
and insert a comma and the following: ‘‘and, in the case of a ship- 
ment reconsigned or diverted to a point other than that specified in 
the original bill of lading, has also notified the delivering carrier in 
writing of the name and address of the beneficial owner of the prop- 
erty. In such cases the shipper or consignor, or, in the case of a ship- 
ment so reconsigned or diverted, the beneficial owner shall be liable for 
such additional charges, irrespective of any provisions to the contrary 
in scree bill of lading or in the contract under which the shipment was 
made.” 

Begin the word “an’’ in line 24, page 2, with a capital letter. 

Page 3, line 4, after the period and before the quotation marks, in- 
sert the following: ‘If the consignee has given to the carrier erron- 
eous information as to who the beneficial owner is, such consignee 
shall himself be liable for such additional charges, notwithstanding the 
foregoing provisions of this paragraph. An action for the enforce- 
ment of such liability may be begun within the period provided in 
paragraph (3) of section 16 or before the expiration of six months 
after final judgment against the carrier in an action against the 
beneficial owner named by the consignee within the period pro- 
vided in paragraph (3) of section 16.” 


Mr. Newton said the purpose of the amendment was to 
modify the language of the bill as reported in reference to the 
question of undercharges, and he explained as follows: 


It provides that the commission agent must notify the carrier 
as to who the beneficial owner is if there has been a reconsignment 
or diversion of the shipment after it was originally consigned. It 
meets the situation of the producers and growers where very fer- 
quently the car changes title in the course of the shipments, caus- 
ing a reconsignment or diversion. When the sale is made of the 
car there is no knowledge of what the item of freight charges will 
be. So that if the commission agent is to relieve himself of any 
claim for undercharge he must, in a case of reconsignment or di- 
version, notify the carrier as to who the beneficial owner of the 
shipment is. That is the purpose of the amendment. : 

The suggestion for this committee amendment came from cer- 
tain associations of growers and producers and the bill of lading 
experts of the carriers. It is designed to relieve the commission 
agent and at the same time not hold the original consignor but 
rather the purchaser as the beneficial owner under a case like this. 
We will assume that a car of fruit is loaded in Texas and con- 
signed to a purchaser in Chicago. Upon arrival of the car in Chicago 
the purchaser, finding the Chicago market ‘‘off,’’ decides to recon- 
sign or divert the car to a commission agent at Cleveland. Upon ar- 
rival there the commission agent will endeavor to sell the car. In 
doing so he must, of course, settle for the freight charges. When the 
commission agent at Cleveland notifies the carrier in. writing that 
he is acting only as agent and has no beneficial title in the property, 
he would relieve himself of any future claim for undercharges under 
the provisions of the bill as it was reported out of committee. Under 
the provisions of the committee amendment, in order to be relieved, 
he would have to advise the carrier at the same time as to who the 
beneficial owner was, because there had been a reconsignment or 
diversion of the car. This would not be a hardship upon the com- 
mission agent, for in remitting on the car he would necessarily 
learn who the beneficial owner was. It is, of course, obvious that 
the purchaser of the car, rather than the original consignor, should 
be responsible for the payment of the undercharge. This selling of 
a car in transit and the diverting and reconsignment of a car is a 
frequent transaction. 


Passage of the Sheppard bill by Congress and passage of 
the Newton bill by the House was the only action taken in the 
final hours of the session with respect to amendment of existing 
transportation legislation, 


Senator Gooding was unsuccessful in an attempt to have 
the Senate take up the bill providing for a reduction in the rate 
of interest on railroad indebtedness to the government. There 
was a group of senators opposed to this legislation who would 
have “talked it down” if final action had appeared to be probable. 
Senator Howell, of Nebraska, was opposed to its consideration. 
It was understood that a number of senators toook the position 
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that, because nothing, to their way of thinking, had been done 
for the farmer by Congress, the railroads should not have the 
relief that would be accorded by the bill. The bill may be 
taken up at the short session. 

While unobjected bills were being considered in the Senate 
in the last hours of the session, the Cummins consolidation bill, 
the Smith bill providing for reorganization of the Commission 
on a regional basis, and the Robinson bill providing for repeal of 
the Pullman surcharge, “went over” owing to objection. Sen- 
ators Fess and La Follette, at different times when the Cummins 
bill was reached, objected to its consideration. After adjourn- 
ment Senator Cummins said he would press for action on the 
bill at the short session. Senators Willis and Fess objected to 
consideration of the Smith bill. Senator Fess objected to con- 
sideration of the Pullman surcharge bill. Senator Robinson, 
of Arkansas, asked Senator Fess if his objection would not be 
removed by an explanation of the measure. Senator Fess said 
he preferred that the measure “go over.” 

An attempt of Representative Yates, of Illinois, to have the 
House take up H. R. 7472, a bill to punish the transportation 
of stolen property in interstate commerce, was blocked by ob- 
jection of Representative Black, of New York. 

Senator Mayfield, of Texas, made an eleventh-hour attempt 
to make his bill (8.750), which was recently passed by the Sen- 
ate, a rider on a house bridge bill being considered by the Sen- 
ate. The Mayfield bill would permit construction of extensions 
of railroads without approval therefor of the Commission. The 
senator said if the Senate would adopt the bill as an amend- 
ment to the bridge bill, the House could concur and it would 
become law. Senator Couzens, who blocked the move by object- 
ing, said it was an attempt to amend the transportation act “on 
a bridge bill.” Senator Mayfield had remarked that his amend- 
ment was acceptable to Senator Cummins. The latter replied, 
“It is not acceptable to me.” The House interstate commerce 
committee refused to act on the Mayfield bill. 


CONSOLIDATION OF RAILROADS 


Elliot H. Goodwin, resident vice-president of the Chamber 
of Commerce of the United Stats, has filed with the House 
committee on interstate and foreign commerce a statement rela- 
tive to taxes and other governmental fees incidental to the 
consolidation of railroads. When Mr. Goodwin was before the 
committee at the hearing on the Parker consolidation bill, he 
was requested to file such a statement in connection with pro- 
visions in the bill designed to exempt consolidations from such 
taxes and fees. 

“This discussion,” said Mr. Goodwin, “is confined entirely 
to the question of taxes and fees incidental to the processes of 
organization, reorganization or merging of corporations and to 
the entrance fees required of foreign corporations for the privi- 
lege of carrying on business in a state and has no reference 
whatever to the usual recurring taxes on corporate property, 
income or franchises or other levies which are collected yearly 
by the states or federal government, 

“Since mergers or other consolidation of existing railway 
corporations may be accomplished by so many different methods 
under the laws of so many different states and each of the vari- 
ous possible combinations would present its own peculiar tax 
and fee question, it is impossible to make any conclusive gen- 
eral statements as to the taxes involved in reorganizations.” 

Discussing federal taxes, Mr. Goodwin said if the Penn- 
sylvania system were to be consolidated into one corporation 
at an estimated value of $2,500,000,000, and new securities were 
issued to cover the entire amount, the federal stamp tax would 
equal $1,250,000. 

Under the federal revenue law, Mr. Goodwin said, reor- 
ganization of corporations could be accomplished under certain 
conditions without subjecting the parties interested to the fed- 
eral corporate income tax. He said it was perhaps sufficient 
for present purposes to state that many consolidations and 


mergers could be effected free of any federal corporation in-— 


come tax, but that in any proposed reorganization strict atten- 
tion would have to be given to the provisions of the federal 
statute if this tax (now 13% per cent) was not to be incurred. 
_ Mr. Goodwin submitted an exhibit indicating in outline form 
the taxes and fees incidental to the organization or increase of 
the capital stock of a domestic corporation in the various states. 
He said it would be noted that nearly all the states imposed an 
organization tax based on the amount of capital stock author- 
ized. He said Pennsylvania had the heaviest organization tax— 
1-3 of 1 per cent on the amount of capital authorized. In Ala- 
bama, Arkansas, Connecticut, Indiana, Iowa, Kentucky, Ohio, 
Oklahoma, Tennessee, Texas and Wisconsin the basic tax is 
1-10 of 1 per cent of the authorized capital stock. In Illinois, 
Kansas, Louisiana, Massachusetts, Michigan, Minnesota, Mis- 
souri, New York and North Dakota the basic rate is 1-20 of 1 
per cent. In conclusion, Mr. Goodwin said: 


As previously stated, it is 


uite obvious that it is impossible to 
make any general statement ei 


er as to the taxes incidental to the 
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chartering or rechartering of a corporation or the amount of fp 
necessary to secure permission to operate in states other than ty, 
of incorporation. The total amount of taxes depend upon the pap. 
ticular states under whose laws either as a domestic or foreign cg. 
poration it is proposed to operate. If, however, the amount of Capital 
is given and the particular states in which the corporation expecy 
to operate are known, then by referring to the attached exhibit 
(omitted) a fairly accurate calculation can be made of taxes ang 
fees incidental to any proposed reorganization. 

In this connection some concrete illustrations may be of interes, 
In 1914 there was a partial reorganization of the New York Central 
System, the authorized capital stock of the consolidated corporation 
being $300,000,000. It is reported that the following fees incidental 
to the reorganization were paid: Michigan, $150,000; Ohio, $300,099: 
Indiana, $300,000; Illinois, $249,590. If this reorganization were ty 
take place now, in addition to state fees there would also be pay. 
able a federal tax of 5 cents per hundred on all new securities issueg 

In 1923 a reorganization of the Nickel Plate Road was effected 
the capital stock of the consolidated corporation being $105,500,006, 
Incidental to this reorganization it is reported that the following 
state taxes were paid: Ohio, 1/10 per cent of authorized ae stock, 
$105,500; Indiana, 1/10 per cent of authorized capital stock, $105,509: 
— 1/20 per cent of authorized capital stock, $52,750; total $263,. 

In 1925 the Pennsylvania Railroad System effected a merger of 
five of its smaller subsidiaries into one corporation. The authorizeg 
capital stock of the consolidated corporation was $31,500,000, and 
the amount issued was $28,410,000, these figures being equal re. 
spectively to the combined authorized and issued stock of the merg. 
ing corporations and the stock was exchanged at par share for share 
Taxes incidental to this reorganization were $31,500 paid to the stats 
of Ohio and $14,200 federal Pp tax. 

The taxes imposed should the Pennsylvania Railroad System be 
consolidated into one corporation can also be used as an illustra. 
tion. The assets of the new corporation it is stated would be about 
$2,500,000,000, and the suggestion is that there be $1,250,000,000 capital 
stock and $1,250,000,000 bonds. If this corporation were chartered 
in a state levying 1/10 per cent on the capital stock, the amount pay. 
able would be $1,250,000, or if chartered in a state levying 1/20 pe 
cent on the capital stock, the amount would be $625,000. Tidase fig- 
ures are for incorporation in one state only. To these would have 
to be added -the incorporation fees of other states, should the com- 
pany decide to take out a charter in more than one, and also the 
fees for the privilege of doing business in the numerous states in 
which the company operates, these fees in many instances being sub- 
stantially the same as those required for incorporation. In. addition, 
the federal tax of 5 cents per hundred on all new securities issued 
would have to be paid and if the entire capital structure were covered 
by new securities, the federal tax would equal $1,250,000. 

It should be remembered in this. connection that the taxes as- 
sessed on the merging or reorganization of existing corporations are 
frequently duplicate taxation. In many cases these same fees have 
been paid by the original companies at the time they were chartered 
or entered the state, and yet if consolidated the new corporation must 
pay taxes based in many instances on the entire capital regardless 
of what the merging companies may have previously paid. 

When the number of states in which any large railroad corpora- 
tion operates is considered, it is quite obvious that the amount of 
taxes incidental to securing a new charter or increasing the amount 
of capital stock in an existing corporation and paying for the privilege 
of operating in states other than that of incorporation becomes a real 
burden on the process of consolidation. 


RAILROAD LAND GRANTS 


The Trafic World Washington Bureau 

Between 1850 and June 30, 1925, railroad companies re- 
ceived in the form of “subsidies” from the government 131,048, 
422 acres of land, according to Representative Lozier, of Mis- 
souri. Under “extension of remarks” in the Congressional Rec- 
ord, Mr. Lozier submitted statistics in a detailed way showing 
land grants to individual railroad companies, and argued that, 
in view of “the enormous extent to which our federal govern- 
ment has gone in granting subsidies,” the provisions of the 
Haugen farm relief bill, which was defeated in the House, “are 


not at variance with the well-recognized legislative policies of 
this nation.” He continued: 





The most outrageous rape of our public domain was perpetrated 
during and following the great Civil War, when almost countless 
millions of acres of public lands were granted by Congress as subsidies 
to the Pacific railroads, principally for the construction of railroads 
between the Missouri River and the Pacific Ocean. 

This spoliation of our national domain was accomplished under 
a succession of Republican national administrations. Indeed, the 
platform of the first Republican national convention held in Phila- 
delphia in 1856 contained a plank favoring granting a subsidy to 
the Pacific railroads, and the Stevens, Howards, Blaines, Mortons, 
Shermans and their party associates recklessly and unblushingly 
dissipated our public domain, and Jay Cook and his Wall Street 
associates hilariously accepted the loot. 

If all the railroad land grants had been consummated, our pub- 
lic domain would have been reduced by approximately 280,000,000 
acres, or what is equivalent to 437,000 square miles—an area four 
times the size of England, Ireland, Scotland and Wales combined; 
one and two-thirds the size of Texas; ten times as large as Virginia; 
and six times as large as all of the six New England. states. I 
mention a few of the larger of these land grants: Texas Pacific, 
18,000,000 acres; Union Pacific, 12,000,000 acres; Kansas Pacific, 6,000,- 
000 acres; Central Pacific, 11,000,000 acres; Southern Pacific, 9,520,000 
acres; Northern Pacific, 47,000,000 acres; St. Paul & Pacific, 4,723,000 
acres; Atlantic & Pacific, 42,000,000 acres. 

In the interest of accuracy, I will say that some of these grants 
represent the aggregate of numerous smaller grants to separate or 
subsidiary corporations that were afterwards absorbed or consoli- 
dated into the eight larger railway systems mentioned above. 


Between 1850 and 1871, Mr. Lozier said, Congress passed 
83 land-grant acts, adding that 40 of them were enacted under 
Democratic administrations and 43 under Republican admin- 
istrations. In area, however, he said, the grants under Re 
publican administrations far exceeded those under Democratic 
administrations. 


‘However, neither party can consistently charge the other 










‘july 10, 1 


y witk 
ath R 
stick’ and 


to railroa 


Repré 
ts to 
tes OD 
Washingt 
are’ only 
Cricher, 
ment 
The Tra 
refering 
tremend 
railroad.’ 
Rep! 
Norther! 
ern, nor 
ceived @ 
tinental 
“Th 
other ©! 
Mr. 
Griffin § 


(S.. Re 
and di 
gate, | 
“in det 
Fe tat 
heard, 


asked 
consic 
merce 
was I 
was Ir 


ive in 
time 
inqui 
tariff 

] 


first 
can 
inve 
time 
on t 
the 


that 
arg! 
me} 
the 
to. 
lar; 


shi 


sas 










han ¢p 
the Dar 


sign con. 
f Capita 

EXpeety 
| exhibit 
.Xes and 





in terest 
Central 
‘POration 


iciden 

$300,009: 
Were t 
be pay. 
3 1SSued, 
effected 
500,009, 
ollowing 
a1 Stock, 


rger 0 
thorizet 
00, and 
ual re. 
> Merg. 
r share, 
1€ state 


stem be 
llustra. 
@ about 
Capital 
a 
nt pay. 
/20 aa 
>Se fig. 
d have 
e com- 
Iso the 
ates in 
1S sub- 
idition, 
issued 
OVered 


eS ag. 
ns are 
s have 
urtered 
1 must 
urdless 


rpora- 
unt of 
mount 
ivilege 
a real 


Bureau 


Ss re 
048, 
Mis- 
Ree: 
wing 
that, 
vern- 

the 
“are 
1s of 


rated 
itless 
sidies 
“oads 
inder 
hila- 
y to 
tons, 
ingly 
treet 
pub- 
0,000 
four 


ned; 
Inia; 


"000 
ants 


oli- 


sed 
der 
\in- 
Re- 
tic 





I, No.4 


Of fg 








uly 10, 1926 





y with the responsibility of squandering our public domain, 
as both Republicans and Democrats are ‘tarred with the same 
stick’ and guilty of granting enormous subsidies of public lands 
to railroads,” said he. 

Representative Griffin, of New York, also referred to land 
grants to railroads in remarks urging a reduction in freight 
rates on farm products. He referred to the “disclosure by the 
Washington Farmer that “the railroad rates on Canadian wheat 
areonly half the American rates,” and the statement of A. Lane 
Cricher, acting chief of the transportation division of the De 

rtment of Commerce, on that subject which was published in 
The Traffic World last week. Mr. Griffin said Mr. Cricher, in 
refering to land grants to Canadian roads, “utterly forgets the 
tremendous land grants that were given to the Northern Pacific 
railroad.” 

Repreesntative Newton, of Minnesota, said that, while the 
Northern Pacific received a land grant, neither the Great North- 
ern, nor the Chicago, Milawukee & St. Paul, nor the “Soo” re- 
ceived any such grant, so that only one of the four transcon- 
tinental roads received a land grant 

“That is another story,” replied Mr. Griffin. “They received 
other grants that counterbalanced the inequality.” 

Mr. Newton replied that Mr. Griffin was in error. 
Griffin said he did not think Mr. Newton could prove that. 


I. C. C. TO BE INVESTIGATED 
‘ The Traffic World Washington Bureau 


The Senate, July 2, without a roll call, adopted a resolution, 
(S. Res. 272) offered by Senator Curtis of Kansas authorizing 
and directing its committee on interstate commerce to investi- 
gate, by sub-committee or otherwise, the Commission’s action 
“in declining to suspend items 666 and 667, supplement 12, Santa 
Fe tariff, I. C. C. 10037, until the interested parties could be 
heard, and report to the Senate at the earliest possible time.” 

Senator Curtis, at the night session of the day mentioned, 
asked for and obtained unanimous consent for the immediate 
consideration of a short resolution requesting the interstate com- 
merce committee to make an investigation and report. There 
was no objection to immediate consideration so the resolution 
was read and agreed to. 

So far as can be recalled or discovererd without an exhaust- 
ive investigation of the records for sixteen years, that is the only 
time either house of Congress has ever adopted a resolution to 
inquire as to why the Commission had declined to suspend 
tariffs. 


Mr. 


Inasmuch as Congress adjourned the next day, until the - 


first Monday in December, the interstate commerce committee 
can make no report until near the end of the year, even if its 
investigation is no more than the writing of a letter. By that 
time it is believed every one interested will be’so well informed 
on the subject that Senator Curtis will not care for a report on 
the subject. 

The Commission does not explain why it declines to suspend 
a tariff or tariffs. Seemingly, it proceeds on the assumption 
that those who have asked for suspension and those who have 
argued against suspension so well know the subject that assign- 
ment of reasons would not add anything more than words on 
the subject. If it undertook to make a report on each refusal 
to suspend, about 500 decisions would be added to the already 
large volume of reports it makes each year. 

The items mentioned by the resolution permit grain to be 
shipped from points in Colorado and Kansas, also Superior, Neb., 
to points in Texas and Louisiana, with transit privilege at Kan- 
sas City, without the payment of any charge for any back-haul- 
ing that may be necessary. 

Protests against the proposal and requests for suspension 
were received from millers at Wichita and Hutchinson, Kans. 
and Galveston grain and commercial organizations. 


The Santa Fe, in proposing the arrangement, was merely 
putting itself into condition to compete with the Rock Island and 
the Missouri Pacific. Their tariffs permit such loop transporta- 
tion of grain, without penalty for back-hauling. Southern Kansas 
millers, not being in tke area of the competition of the three 
carriers mentioned, when they undertake to transit grain with 
more than ordinary amounts of back-hauling involved, are re- 
quired to pay for such back hauls, while millers at Kansas City 
are not subjected to that penalty. The Santa Fe is opposed to 
the practice but indulges in it for competitive reasons. The 
whole subject of such transportation is under consideration by 
the Commission in Transit at Kansas City, 101 I. C. C. 696, and 
in No. 17159, Southern Kansas Grain and Grain Products Associa- 
tion vs. Chicago, Rock Island & Pacific. The first mentioned case 
was disposed of in the fall of 1925, the Commission holding that 
the Santa Fe, in that case, had not justified the proposal to estab- 
lish the transit at Kansas City which its refusal to suspend the 
items in question allows to become operative. 

A discussion of the subject was carried in the Commission’s 
report on I. and S. No. 2607, Grain and Related Articles from 
Defined Territories to Texas. (Traffic World, July 3). In that 
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case the Frisco, Missouri Pacific and Santa Fe tried to cut out 
the big so-called Deming loop. The Commission said their ef- 
fort was in the right direction but decided against them, indi- 
cating that it might come to a different conclusion on the more 
comprehensive record being made in the cases mentioned. A 
hearing on the re-opened cases is to be had at Wichita, Kan., 
Sept. 15, by Examiner Ames. 





CUMMINS AND SECTION 15A 


Commenting on the remarks made by Senator Cummins in 
the Senate on the amendment of Senator Mayfield for repeal of 
section 15a (see Traffic World, July 3), John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners, in a bulletin to members, said the senator’s 
speech “might be considered by some to contain statements just 
a trifle extreme and inaccurate, and also carrying the implica- 
tion that the senator thinks his colleagues not only do not un- 
derstand section 15a, but that they never even read it. “After 
quoting from what Senator Cummins said,’ Mr. Benton con- 
tinued as follows: 


Senator Cummins is reputed to be a thorough student of trans- 
portation and transportation law. The senate relies greatly upon. him 
for information touching these subjects. It is singular that he should 
have been unaware that in Proposed Advances in Freight Rates, 9 
I. C. S. 382, the Commission laid down the rule that in determining 
reasonable competitive rates it would not be governed by the needs 
either of the most prosperous or of the least prosperous lines, and 
that in subsequent cases, involving competitive rates, the Commis- 
sion, prior to the transportation act, uniformly considered not the 
most nor the least prosperous carriers, but the general situation. In 
the Eastern Advance Rate Case, 20 I. C. C. 243, 274, the Commission 
found that the New York Central, the Pennsylvania and the Balti- 
more & Ohio might be taken as fairly representative of average lines 
in Eastern territory, and rates reasonable for them considered rea- 
sonable for all lines, saying: ‘‘We do not mean that other lines 
should not be considered, but that these systems may be taken as 
typical. Under rates reasonable for these three systems there may 
be lines whose earnings will be extravagant, but that is their good 
fortune. There may be lines which can not make sufficient earnings, 
but that is their misfortune.’’ It would seem that the senator was 
either a bit careless or forgetful. If there is a reason for keeping 
i 15a in the law it must be one quite different from that stated 

y him. 


TRANSPORTATION COMMITTEE REPORT 


The transportation committee of the Illinois Chamber of 
Commerce, in its report, approved by the board of directors, 
says the Illinois Chamber of Commerce, “realizing as it does 
the interdependency of modern business, is not unmindful of 
both its opportunity and responsibility to contribute to the 
further development of cordial relations between the railroads 
and those they serve.” The report goes on to point out the 
sources of action and legislation affecting the carriers and to 
say that the roads had not sought preferential treatment, but 
had asked and were, in the view of the Illinois Chamber of Com- 
merce, entitled to a fair and just treatment on the showing they 
had made. 

The committee reported that it had opposed the Gooding 
bill and had actively campaigned against it. Its position on 
the Cummins consolidation bill was that the organization was 
opposed to compulsory consolidation, but not to a .voluntary 
kind based on economic needs. No action was taken on the 
Watson-Barker bill, because the railroad members of the com- 
mittee were not in agreement on it. With respect to the Good- 
ing bill (S. 2929), providing for the refunding of the indebted- 
ness of the railroads to the government, the stand was taken 
that, inasmuch as the primary interest in this legislation was 
that of the carriers, and, since the carriers favored passage of 
the bill, the committee approved it. The committee opposed 
the bill to establish the practice of appointing regional members 
to the Commission. 





COOLIDGE AND CONGRESS 


Commenting on legislation enacted by Congress and pro- 
posed legislation on which final action was not taken at the 
session which ended July 3, a spokesman for President Coolidge 
said at the White House, July 6, that the President regarded 
the passage of the railway labor act as the initiation of an 
important policy because of the significance of the fact that the 
law left it to the railroad managements and the employes to 
agree among themselves. It was said that there was a manifest 
disposition. on the part of both sides to compromise and settle 
disputes without the interference of the government. Passing 
reference was made to proposed railroad consolidation legisla- 
tion as not having been acted upon by Congress. 


CONTROL OVER EXTENSIONS 


Representative Furlow, of Minnesota, has introduced a bill 
(H. R. 13188) to amend paragraph 22 of section 1 of the inter- 
state commerce act so as to read as follows: 


(22) The authority of the Commission conferred by paragraphs 
(18) to (21), both inclusive, shall not extend to the construction or 
abandonment of spur, industrial, team, switching, or side tracks, 
located or to be located wholly within one state, or of street, subur- 
ban, or interurban electric railways, which are not operated as a 
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part or parts of a general steam railroad system of transportation, 
and shall not extend to the installing, construction, operation, or 
abandonment of switching or connecting tracks between two lines 
of railroad whether engaged in interstate or intrastate commerce. 


EQUIPMENT RESOLUTION RESCINDED 


The Senate rescinded the La Follette resolution requiring 
the Commission to submit a monthly report on condition of 
railroad equipment and related matters. The resolution was 
adopted February 26, 1923, the object having been to obtain 
information as to condition of equipment as the result of the 
railway shopmen’s strike of 1922. The Commission recom- 
mended that it be relieved of the duty of making the reports. 


COTTON AND TRANSPORTATION COST 


Italy and Japan are rapidly forcing their way to the front 
as consumers of American cotton, according to a study just 
completed by the Bureau of Railway Economics into the rela- 
tionship of transportation costs to cotton prices. 

Cotton exports to Japan have increased nearly three hundred 
per cent in the last five years compared with those from 1906 
to 1911, while there was an increase of nearly twenty-two per 
cent for Italy. Exports to Great Britain in the last five years 
showed a decrease of more than forty-three per cent compared 
with those for the period from 1906 to 1911, while cotton exports 
to Germany showed a decrease of thirty-eight per cent and, to 
France, a decrease of twenty-four per cent. On the basis of 
the number of bales of cotton exported from the United States, 
however, Great Britain, Germany and France.are still in the 
lead, in the order named. 

The study further shows that freight rates do not retard 
the movement of cotton into either domestic or foreign mar- 
kets, and that freight rates represent relatively a small propor- 
tion of the price even on long hauls. Freight rates constitute 
a small factor in price determination and do not cause the 
fluctuations in the price of cotton, that take place almost con- 
stantly, it is stated. 

A summarization of the study indicates: 


1. That there are marked fluctuations in the prices paid pro- 
ducers for cotton, which occur from week to week, month to month, 
and season to season. 

2. That the fluctuations are not uniform at points in the same 
general territory. 

3. That the fluctuations exceed the freight rates even to the 
most distant consuming centers. 

That freight rates do not cause the fluctuations in price. 
5. That freight rates are a small factor in price determination, 


and do not retard the freedom of movement of cotton into either 


domestic or foreign markets. 


6. That the freight rate is relatively a small proportion of the 
price, even on long-distance hauls. 


Reports from 103 cotton shipping points show that, for the 
1925-26 season, there was a spread in the price of middling cot- 
ton ranging from $3.25 a hundred pounds at Duke, Okla., to $10 
at Forest City, Ark. In the great majority of cases, the spread 
in price over the three seasons was in excess of ten times the 
freight rate to Fall River, Mass., which has remained practically 
stationary. For the 1925-26 season alone, the spread was usually 
more than four times the total freight rate. 

The study further shows that, at many points, there was a 
fluctuation in prices from week to week with variation in prices 


on the same day at different points in the same producing 
territory. 


MOVEMENT OF GRAIN CROP 


An appeal to railroads for cooperation to the end that the 
large wheat crop will be handled promptly has been sent out 
by L. M. Betts, manager of the closed car section of the car 
service division of the. American Railway Association. In a 
circular to railroads, copies of which were sent to regional ad- 
visory board offices, chairmen and members of regional board 


grain committees, and all joint terminal grain committees, Mr. 
Betts said: 


The winter wheat movement is under way in heavy volume, par- 
ticularly from Texas and Oklahoma where a crop second largest in 
the history of these states is being harvested. Cutting and threshing 
of grain is proceeding rapidly northward through Kansas and into 
Nebraska, and will soon be general in all winter wheat states. 

For several reasons the crop movement is putting unusual de- 
mands upon the local railroads: 

1. The remarkably heavy production in certain areas, notably 
from central Kansas south to the Texas Panhandle. 

2. Hot, dry weather in late May, which reduced the yields in 
Nebraska and northern Kansas, accomplished an unusuaily early 
maturity of grain further south, resulting in simultaneous harvest- 
ing over a large area of heavy production. 

This year a much greater proportion of the crop, probably 
50 per cent, is being harvested with ‘‘combines’’—Machines which 
cut and thresh simultaneously, resulting in an immediate heavy move- 
ment to freight cars. 

4. Wheat loaded so soon after cutting-will ‘‘sweat’’ in the cars, 
making quick movement imperative to avoid damage by heating. 

5. Unprecedented heavy loading, for this season of the year, 
of general traffic of all kinds on all railroads, with an especially 
ae movement of coal. 

he box car supply on ten roads principally concerned with the 
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initial movement of wheat now in progress is shown below. Com 
son is made with 1924 on account of the crop of that year in + 


larger winter wheat states, as a total, being closely comparable via 
this year. 
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The peak movement of winter wheat is likely to come in July 
with all districts harvesting and shipping, and the problem of car 
supply and distribution may become acute at any time. Special con. 
ditions mentioned, and others, make the crop movement from a trans. 
portation standpoint unusually difficult. Reports already receive 
indicate that the initial movement has been greater than ever before 
and has seriously depleted the supply of cars assembled for the early 
loading. The following factors will have to be relied upon to prevent 
any car shortage: 

(a) Loading of all cars to full carrying capacity. 

(b) Prompt handling by railroads and current relocation to owners 
under the car service rules, particularly return to owners of cars 
at home junction points. 

(c) Continued heavy empty movement of western box cars in 
home route from eastern and southeastern territory. Substantial 
cooperation of railroads in such territory is shown by reduction of 
over 20 per cent in number of western cars on principal eastern and 
southern lines in past 60 days. 

(ad) Avoiding delays at terminals. Joint terminal grain commit- 
tees, composed of representatives of grain and milling trades and 
local railroads are already organized and working to expedite car 
movements at Kansas City, Wichita, Hutchinson, Atchison, St. Louis, 
St. Joseph, Salina, Fort Worth. 

(e) Prompt movement of grain through ports. Account large ex- 
port expected through Galveston a local terminal grain committee 
has been organized there. The United States Shipping Board has been 
specifically directed by the President to condition 50 boats at once 
for Galveston export trade and to follow with more if necessary. 

Railroads should take every means to impress upon all box car 
users the importance of their full cooperation at this time by: 

Ordering cars in advance of requirements; 

2. Loading to full capacity; 

3. Releasing cars promptly for movement; 

4. Unloading and reconsigning cars with minimum delay. 

Government crop report for July 1, to be released July 10, will 
give the first estimate of the spring wheat crop. Early discourage- 
ment due to dry weather and dust storms has been greatly relieved 
by recent heavy rains, and the outlook now indicates the prob- 
ability of nearly an average crop. Preparations must be made for 
a substantial grain movement from the northwestern states in Aug- 
ust and September. 

Generally, the situation may be summarized as follows: 

1. Adequate preparation made for the initial wheat movement, 
but extremely pressing demands immediately ahead. 

2. Necessity for continued cooperation of all railroads to con- 
serve and further build up the box car supply on western roads by: 


(a) Expediting return of western cars to owners; 
(b) Filling promptly orders from loading roads for grain cars. 
(c) Loading grain-fit cars to west as far as possible; 


(ad) Avoiding loading new or freshly conditioned box cars with 
commodities that will leave a residue of grease, oil, tar, etc., on the 
floors or sides unfitting the cars for grain or.food products loading. 

All roads are requested to have the distribution of box cars given 
continuous and close attention to avoid any possible car shortage in 
the period of heavy movement now impending. 


TELEPHONE COMPANY EARNINGS 


Compilations made by the Bureau of Statistics of the Com- 
mission from reports of revenues and expenses of 71 telephone 
companies having annual operating revenues in excess of $250,- 
000 each, show that for the four months ended with April the 
aggregate operating income was $68,359,403, an increase of 
$7,926,568, or 13.1 per cent, as compared with the correspond- 
ing period of 1925. For April the operating income totaled 
$17,963,115, an increase of $1,827,750, or 11.4 per cent, as com- 
pared with the same period of 1925. The number of company 
stations in service at the end of April was 13,347,561, an increase 
of 787,917, or 6.3 per cent, as compared with the number at 
the end of April, 1925. The ratio of expenses to revenues was 
66.29 per cent in April, as compared with 66.84 per cent in April, 
1925, and 66.61 per cent for the four months ended with April, as 
compared with 67.58 per cent for the same period of 1925. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
June 15 was 68.8, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: Box, 
60.5; refrigerator, 80.6; coal and coke, 73.8; stock, 87.7; flat, 
75.2; tanks and others, 93.3. By districts the percentages for 
all classes of equipment were as follows: Eastern, 59.2; Alle- 
gheny, 75.7; Pocahontas, 60.3; Southern, 65.5; Western, 73.9. 
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Industrial Traffic Adminstration 


Fifteenth of a Series of Thirty-Six Articles on This Subject Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Shipping Department—Part !I—Packing Freight for 
Shipment 


The shipping department is responsible for the actual 
physical and clerical details incident to the preparation of goods 
for shipment and for the forwarding of the shipments to the 
company’s customers via railroad, steamship, express, or motor 
truck. In certain industrial plants this department is an inde- 
pendent organization, while in others it is attached to some 
department of the plant organization as a subsidiary organiza- 
tion. In a number of industrial concerns the traffic department 
supervises the work of the shipping department and the latter 
becomes, in such cases, a branch or sub-department of the gen- 
eral traffic organization. 

It is possible for the shipping room to make or lose a great 
deal of money for the industry. Careless or unintelligent pack- 
ing and forwarding result in the loss of money, while pains- 
taking care in the same work results in appreciable savings of 
company funds. The tendency seems to be definitely toward 
the practice,-in large industrial establishments, at least, of 
subordinating the shipping organization to the traffic depart- 
ment. The traffic manager in such an organization dictates the 
methods of packing and forwarding to be used. He instructs 
the shipper as to the procedure to be used in packing, marking, 
and weighing, and issues such instructions as standard orders. 


How an Order Becomes a Shipment 


A typical order may be traced to show the steps necessary 
to be taken to start a shipment in transit toward the customer. 
After the sales department has sold an order of goods and the 
customer’s credit has been verified, an order is issued to the 
stores or stock department directing that the goods specified 
be delivered to the shipping room to be prepared for trans- 
portation. Forms of various kinds are used in different indus- 
tries in transmitting such orders, but the substance is the same. 
The amount of the goods, the quality of the goods, consignee, 
destination, and the date shipment is to be made are usually 
shown. 

The foreman of the shipping room is then responsible for 
preparing the order for shipment. 

Among other things the shipping deparement must perform. 
the following routine operation: ! 


1. Pack the shipment; 

2. Mark the packages; 

3. Weigh the goods; : 

4. Load aboard cars or on motor vehicles or teams to be taken 
to railroad freight depot, or steamship pier; 

5. Order car placed if shipment is a carload to be loaded out 
from the private siding of the industry; 

6. Arrange for trap or ferry car if sufficient less-than-carload 
shipments are available to make up minimum weight required by 
carrier’s tariff for free trap or ferry car service; 

7. Record the shipment and advise the departments interested 
of its forwarding; 

8. Execute bill of lading and other shipping documents necessary 
to carry the goods. 


Each of these operations is important and money can be 
saved or lost for the concern at every step. The shipping de- 
partment’s responsibility is to see that freight is forwarded in 
a manner that will insure proper delivery at the lowest rates 
possible consistent with the form of transportation service re- 
quired. The mere preparation of the goods is a comparatively 
easy matter; to ship correctly is a science requiring expert 
traffic guidance at every stage of the undertaking. This can 
be furnished only by a technically trained traffic man who is 
familiar with the goods, with proper packing methods and with 
the rules of transportation by rail, water, express, and motor. 


Packing of Goods 


The packing of freight for domestic transportation at one 
time was not seriously considered as anything more than putting 
freight in a box or crate sufficiently strong to pass the some- 
what superficial inspection given it by the receiving clerk at 
the railroad station. Old boxes and crates were often kept 
around shipping rooms of industrial concerns awaiting a ship- 
ment to fit them. Boxes, barrels, crates, or other containers 
that appeared to be in sufficiently good condition to survive an- 
other journey were used as the occasion required. As a result, 
freight was lost or pilfered from these inadequate containers, 
goods were damaged because of insecure packages, and the 
hands and clothing and sometimes lives of freight station em- 
ployes were endangered by projecting nails and rough corners 
of dilapidated crates and cases. The writer speaks with feeling 


on this subject, having served six seasons on the platforms of 
railroads in the time when container standards were far below 
those of today. The scars remain. 

Railroads, steamship lines, and express companies, as well 
as shippers, individually, as well as through their respective 
trade associations, have been agitating the question of good 
packing and adequate containers for a number of years. Vari- 
ous organizations have issued suggestions and packing specifi- 
cations from time to time in order to expose the fallacy of 
cheap containers. The manufacture of containers of the single 
or multi-trip variety has become an important industry. The 
questions of packing and shipping have attracted the interest 
and thought of trained transportation men and the results may 
be felt in the rapid strides forward in the art of good packing 
within the last five years. (The United States Department of 
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Commerce has done excellent work in improving methods of 
packing through the publication of packing bulletins.) 


The Ideal in Packing 


The goal to be striven for in packing freight for shipment 
is to prepare the goods in such manner that the goods will 
arrive at destination in good order and be carried at the lowest 
possible rates of freight. The cost of packing and packages 
must also be borne in mind, for it is obviously poor economy to 
save freight charges if the extra packing costs exceed the sav- 
ings in freight. The following factors must be considered in 
selecting the proper container and method of packing: 


1. The safety of the goods; 
2. The cost of the container or package; 
es 3. = effect of the kind of the packages used on the rating of 
e goods; 
4. Cost of packing; 
ae 5. Segregation of articles of the same class placed in one con- 
ner; 
. Extra weight of different types of containers which &dd to 
harges. - 


6 
freight c 
Safety of the Goods 


The first consideration in packing is, of course, the safe 
carriage of the goods. Goods must be so packaed and placed 
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in containers of such strength that they are assured of arriving 
at destination in good condition. An article that requires a box 
should never be shipped in a crate merely to save freight 
charges. A slight amount of damage to the contents will offset 
any advantage of saving on rates. The material of which the 
container is constructed should be of sufficient strength to with- 
stand the strain to which the package will be subjected. A few 
cents saved on a container not built to stand pressure will be 
offset by the damage arising out of the crushing of the con- 
tents. The carriers prescribe the standards of the strength of 
containers, in rules 40 and 41 of the Consolidated Freight Clas- 
sificatiin. The types of construction, materials, and fastenings 
of various types of containers and the makers’ certificates and 
test requirements of fiber or pulp board containers are pre- 
scribed in detail. 


Rule 40, section 1, provides that boxes, unless otherwise 
provided in rule 41 or in other sections of rule 40, must be 
made of iron or steel or of wood, with solid or closely fitting 
sides, ends, tops and bottoms securely fastened. Wooden boxes 
of unusual size or carrying unusual weight must be strapped 
or reinforced by cleats. Boxes may also be constructed, under 
restrictions, of solid cane fiber board or of solid body hardened 
fiber board, under certain restrictions provided by paragraphs 
b and c of section 1, rule 40.’ 


Section 2 provides that crates must be made of wood, pro- 
tecting contents on sides, ends, top, and bottom, and no part 
of the contents shall protrude from the crate. Crates must hold 
the contents securely in place and be so constructed that the 
freight may be taken into and out of the car or vessel within 
the crate. Surfaces liable to be damaged must be fully pro- 
tected. Pieces forming the crate must be of sound material, 
free from defects that materially lessen their strength. Crates 
of unusual size or carrying unusual weight must be strapped 
or reinforced by cleats placed diagonally. Crates in circular 
form must be reinforced at the ends by metal or wooden hoops 
securely fastened to the package. 


Section 3 provides that pails, firkins, rits, and tubs must 
be made of wood, of indurated fiber, of compressed pulp, or of 
iron or steel, except as provided for by rule 41. 


When these containers are made of iron or steel, the tops 
must fit closely and must be secured by crimping the tops into 
the sides, or by one or more iron or steel clamps extending 
across the top and securely clamped to opposite sides or se- 
curely clamped to sides by not less than four iron or steel 
clamps or lugs. When friction tops are used, they must be 
completely and securely set in place and tightly clamped to 
sides by not less than two iron or steel clamps or lugs. 

When made of wood, the heading or tops must be made 
of one piece or of two or more pieces closely fitted, or of three 
or more plies of veneer firmly glued together, cross grain. The 
headings must be securely held in place by devices specified 
in detail in the rule.’ 

Rule 41 provides, in part, for the ratings, materials, con- 
struction, fastenings, interior packing requirements, makers’ 
certificates and tests for strength for fiber board, pulp board, 
double-faced corrugated strawboard containers, including: 


1. Boxes; 

2. Drums and pails; 
3. Barrels; 

4. Baskets. 


In addition to the rules mentioned above, rule 5 of Consoli- 


dated Freight Classification No. 4, provides for: (a) the form 
in which freight must be tendered for transportation; (b) the 
rating for freight in various types of containers; (c) penalty 
ratings for goods in containers not in accordance with specifi- 
cation at one class higher than the normal rates; (d) accept- 
ance by carriers of freight only when goods are protected as 
provided for in the rule; (e) protection of fragile articles by 
packing material within the container; and (f) the construction 
of containers of materials sufficiently strong to “protect” the 
articles against the ordinary risks of transportation.’ 


Cost of Packing 


Material and labor costs must be balanced against savings 
in rates possible through the use of other types of containers. 
If it costs more to construct the type of container necessary 
to get lower rating than can be saved in freight charges, it is, 
obviously, poor economy to save freight charges at the expense 
of another greater cost, provided the safety of the goods is 
assured when shipped in the cheaper container. If a saw is 
safe and secure when boarded, it will hardly pay to box it in 
order to’ obtain lower rating. Extra freight charges will be 
paid on the greater weight and possible savings are offset. 
Each kind of freight must be analyzed and costs of various types 


Mg ge Freight Classification No. 4, supplement No.: 4, rule 
40, section 1 ragraphs a, b and c. 

2Consolidated Freight Classification No. 4, rule 40, section 3. 

*Rule 5, sections 1 to 7, inclusive. 
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of containers ascertained before this problem can be solved, 
The following items must be considered: 


. Rating of goods boxed; 

. Ratings of goods crated; 

. Difference in rate; 

Cost of lumber for box; 

. Cost of labor necessary to construct; 
. Cost of lumber for crate; and 

. Cost of labor for crating. 


Separation of Shipments into Classes 


Large orders, embracing a variety of articles of different 
ratings, should not be packed indiscriminately in boxes without 
regard to the ratings of the combination. Rule 12, section 3, of 
Consolidated Freight Classification No. 4, provides that the 
charge for a package containing freight of more than one class 
shall be at the rating provided for the highest classed freight 
in the package Mixtures of first, second, third, fourth and 
fifth class freight will be charged for on the first class basis, 
though there might be only 10 per cent of the weight consist 
of first class, while 90 per cent is fifth class. Obviously, the 
mixing of such freight is wasteful unless each package, when 
packed with goods of one class, is of less than the minimum 
weight so that minimum charges are applied. 


INOUE oo Doe 


Selecting Containers of Proper Sizes 


In days when an old container was used for freight, little 
attention was paid to the size of the containers used. Packers 
looked over the order to be packed and estimated the size of 
the container needed. In order to avoid having to repack an 
order, a container a little bigger than the packer thought would 
be needed was often used. If the freight did not completely 
fill the box, the empty space was filled with excelsior, shredded 
paper, old newspapers, or other stuffing. Freight charges were, 
thus, often paid on excess weight of container and packing. To 
avoid this waste, many large shipping departments have in- 
stalled packing tables fitted with a measuring device with ad- 
justable sides and top and measured bottom. On this the 
freight to be packed may be placed as in a skeleton box and 
the exact size of the container needed may be determined. This 
device makes savings possible in lumber and labor as well as 
in freight charges on containers of greater size than necessary 
to accommodate the freight. 


Selecting Proper Types of Containers 


The type of business determines, to some extent, the kind of 
containers best adapted. The trend of the times is away from 
the heavy wooden containers usable for only one trip, and 
toward the multiple trip wooden container and the lighter 
wooden or composition board container. 


At one time, the railroads returned empty containers, free 
of charge, to the shipper. This encouraged the use of durable 
containers capable of making many trips. Eggs, bread, milk, 
and a number of commodities were shipped to market in such 
containers, returned to the shippers free and used for many 
trips. The railroads now charge for the return movement of 
such containers and the tendency has been to make them of 
lighter material, so as to avoid excessive charges. Specially 
designed containers, light but strong, are on the market and in 
use by shippers needing a specialized type of container. 


The light weight wooden or composition board containers 
are being extensively used. They are much lighter than the 
wooden containers and, provided they are sufficiently well con- 
structed and of material sufficiently strong to stand the stresses 
of transportation, they are economical. A number of industries 
are using fiber or pulpboard containers exclusively and find 
them satisfactory. Fiber board box manufacturers are eager 
for an opportunity to demonstrate the advantages of containers 
of this type and reliable information as to construction, test, 
strengths of materials, and other data may be readily obtained 
from them. Each industrial traffic manager must analyze the 
needs of his particular industry and get all the data possible 
as to the advantages and disadvantages of various types of 
containers and select the proper type after comparison, analysis, 
and experiment. Once the most satisfactory type of container 
is determined, it should be used exclusively. 


- Packing Specifications 


The use of charts, prepared-by the traffic department for 
the use of the shipping room, showing the method prescribed 
for packing various articles shipped by- the industry, is indorsed 
by a number of leading traffic managers. These charts or 
guides show the articles shipped, packing specifications, and 
ratings in various classification territories and carload minima 
in different containers. These instructions are regarded as 
standing orders and are revised from time to time as changes 
are made in classifications or as new types of containers are 
adopted. 

Standard packing procedure is often specified by the traffic 
department for the guidance of the packers. Usually a copy 
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of the purchase order or invoice is sent to the shipping room 
with the goods. Checkers are required to check the goods 
against the items shown on the packing list and to initial the 
list as received. The record is kept by the storekeeper to 
account for his goods. The packers are then required to select 
a container of the proper kind and size and pack goods with 
sufficient inside protection to absorb the shocks the package 
will inevitably receive. A packing slip verifying the check is 
inserted in the box with the name or number of the packer. 
Disputes as to contents or claims from consignee alleging con- 
cealed loss may be traced to the man actually packing the goods 
in this way. 

The carriers and many shippers recommend that another 
slip, or tag, containing the name and address of shipper, con- 
signee, and destination, be inserted in the box. If this is done 
a box that has lost its outside marks may be opened and in- 
formation enabling carriers to identify the shipment may be 
readily obtained. The carriers can then reforward the goods 
to their proper destination. After these operations have been 
completed the freight is ready for marking. 

The marking of freight will be discussed in Article Number 
Sixteen of this series. 


DALTON SUCCEEDS CROWLEY 
The Trafic World Washington Bureau 


Elmer E. Crowley completed his services as president of 
the’ Fleet Corporation June 8, when the Shipping Board sum- 
marily removed him from office and appointed, Brigadier General 
A. C. Dalton, at present Quartermaster-General of the Army, as 
his successor. General Dalton took the oath of office shortly 
after the board had acted. Chairman O’Connor and Commis- 
sioners Hill, Teller and Walsh voted to accept the resignation 
of Crowley, which the latter was required to submit when he 
was appointed, and then voted to appoint General Dalton as 
the new president. Commissioners Benson and Plummer cast 
negative votes in each instance. 

Crowley said he had been in charge of the Fleet Corporation 
for nine months and in that time he had brought about savings 
in excess of five million dollars. 

“No reason has been given for the removal,” said he, adding 
that the only act of his that had met with disapproval of the 
board, so far as he knew, was his opposition to sale of the 
American Oriental Mail Line ships to R. Stanley Dollar. He 
said he had the most hearty support of Commissioners Benson 
and Plummer, “who admittedly kné6w more about merchant ship- 
ping than any other members.” He said he left the matter to 
the judgment of the American public. 

“We have removed a man whose entire life has been devoted. 
to the successful sailing, building, and operating of American 
ships,” said Commissioner Plummer. “I think this action speaks 
for itself.” ; 

Commissioner Benson said: 


I was most sternly opposed to the action of the. board re- 
moving Captain Crowley as president of the Emergency Fleet 
Corporation, as, in my opinion, he has made a most efficient pres- 
ident of the organization, and I do not believe it possible to get 
a man in this country who has a more practical grasp of the 
American shipping situation or a better idea of the measures that 
should be taken to solve the practical problems facing the Ship- 
ping Board. 


Under the circumstances in which Crowley became presi- 
dent, he was doomed to removal from office. He was not ap- 
pointed with the approval of President Coolidge, who took occa- 
sion at the time to let it be known that he was not pleased at 
the action of the board in not consulting him. He succeeded 
L. C. Palmer, who had been appointed at the suggestion of 
President Coolidge, and who was removed largely as the results 
of the efforts of former Commissioner Haney, who refused to 
resign when the President asked him to do so last summer. 
It has generally been understood that Crowley would be ousted 
when a majority of the board could be obtained for that pur- 
pose. It is understood that the appointment of General Dalton 
has the approval of President Coolidge. 

General Dalton is 58 years old. He enlisted in the army in 
1889. He has had to do with water transportation activities of 
the army and was chief of the transportation service of the 
quartermaster-general’s department from 1922 to 1924. He was 
the War Department’s representative at the hearings on the 
Harding-Lasker ship subsidy bill, and was assistant to Secretary 
of War Weeks in thhe work of the President’s merchant marine 
committee in 1924. 


SHIP SALES PLANS 


The Trafic World Washington Bureau 

The Shipping Board this week acted favorably on a pro- 
posal of Commissioner Teller that the United States Lines and 
the American Merchant Lines be offered for sale, charter or 
lease under private operation to determine whether private op- 
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erators would take over the operation of the lines at this time. 
The ship sales committee of the board, which is composed of 
Commissioners Teller, Hill and Walsh, was instructed to pre- 
pare an advertisement for disposal of the lines and to report 
to the board. In the meantime, the board probably will defer 
action on the proposed reconditioning at an expense of several 
millions of dollars of the America, which was damaged by fire, 
and of the Mt. Vernon. These vessels would be operated in 
the north Atlantic passenger service of the board. 

Commissioner Teller said he desired to place the ships in 
private hands at once if possible, but that should this prove to 
be impossible the government would continue to operate the 
routes and probably increase the number of vessels in operation. 
He said his idea was that, without doubt, the lines could be 
operated more cheaply by private interests than by the gov- 
ernment. He said the cry had been to get rid of the boats, but 
that nothing had been done “toward getting a picture of pro- 
viding something for the future.” 

“We want the lines kept up,” said he. “We want them 
augmented. We want them better balanced.” 

Mr. Teller said the United States Lines provided an un- 
eee service, because of the different types of vessels used 

y it. 

“It is the desire and purpose of the Shipping Board,” Com- 
missioner Teller said, in a proposed resolutien on the subject, 
“to test out the sentiment of the American shipping world as 
to whether or not it is ready to take over and own and privately 
operate the ships in the zone heretofore mentioned,” the ref- 
erence being to the North Atlantic. 

Commissioner Teller proposed seven propositions on which 
bids would be asked, and outlined them as follows: To pur- 
chase outright the United States Lines; to purchase outright 
the American Merchant Lines; to charter the United. States 
Lines; to charter the American Merchant Lines; to purchase 
outright the United States Lines and charter the American Mer- 
chant Lines; to purchase outright the American Merchant Lines 
and charter the United States Lines; to incorporate and use 
the steamships Mt. Vernon, Agamemnon and the America, or 
any of them, by purchase or charter, in connection with the 
north Atlantic service. Mr. Teller indicated the board would 
consider consolidation of the United States Lines and the 
American Merchant Lines. He believed that such a consoli- 
dation would provide for a well-balanced passenger and freight 
service. 

Of the vesels operated by the United States Lines, which 
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is the Shipping Board’s agency, the Leviathan is appraised at 
$6,867,900; the Republic, at $3,348,200; the George Washington 
at $2,146,300; the President Harding at $1,287,800, and the Pres- 
ident Roosevelt at $1,287,800. 

Eleven ships are operated by the American Merchant Lines. 
J. H. Winchester & Co. is the managing agent for this service. 


These vessels are operated between north Atlantic and United 
Kingdom ports. 


MERCHANT MARINE PLANS 


The Trafic World Washington Bureau 


The Shipping Board will begin shortly to prepare a report 
for submission to the Senate not later than January 1, 1927, on 
“comprehensive and concrete plans for building up and main- 
taining an adequate merchant marine for commerce and na- 
tional security, (1) through private capital and under private 
ownership and (2) through construction, operation and owner- 
ship by the government.” The Senate, in the closing hours of 
the last day of the first session of the Sixty-ninth Congress, 
agreed to the resolution of Senator Jones, of Washington, chair- 
man of the Senate commerce committee, requesting that the 
report be made. 

In urging favorable action on the resolution, Senator Jones 
reviewed the status of the American merchant marine before 
the World War, the lack of American ships in the war period, 
the increase in ocean freight rates after the beginning of the 
war, and the effect of those conditions on American industrial 
and agricultural activities. 

Senator Bruce, of Maryland, asked Senator Jones, if there 
were no other alternative presented to the people of the United 
States, “would not the wisest thing they could possibly do be 
to have the entire merchant marine taken out on the bosom 
of the ocean somewhere and sunk to the bottom of the seas?” 
Senator Jones said he did not thinnk so. Senator Bruce asked 
just what had been the total loss on operation of the American 
merchant marine since 1914. Senator Jones said he was going 
to call attention to some facts which he thought would meet 
what Senator Bruce had in mind. 

Senator Jones said agriculture was the greatest sufferer 
from lack of American shipping in the pre-war and war period. 
He said if there were any class that should insist upon steps 
being taken that would provide an adequate merchant marine, 
it was the farmer. 

Senator Jones submitted a statement from the Secretary of 
the Treasury in 1914 in which it was estimated that in 1915 agri- 
culture and industry would pay in increased freight charges 
$311,864,400. 

“This continued more or less until we entered the war,” 
said Senator Jones, “and it is entirely safe to assume that our 
people were taxed over a billion dollars on the transportation 
of their products through increased rates. This practically all 
went into the pockets of foreign shipowners.” 

Senator Jones referred to the building of ships in the war 
period at a cost of $3,000,000,000. He said it was a conservative 
estimate that “our lack of ships at the beginning of the World 
War has cost our people more than $7,500,000,000.” He said 
that was equivalent to an annual expenditure of $75,000,000 a 
year for a hundred years. 

“What: more is needed to show an intelligent and patriotic 
man, from t financial side alone, that we can well afford to 
pay out twenty-five or thirty millions of dollars a year for new 
ships and aid in the construction of new ships and their opera- 
tion?” he asked “No matter what others may do, I consider 
‘it so important for us to have a merchant marine that I am 
prepared to vote for any measure, no matter what it is nor 
by whom proposed, that offers a reasonable hope of giving us 
merchant ships.” : 


Senator Jones dwelt on the need for replacing the present 


ships operated by the Shipping Board. He said they were wear- 


ing out. He said that while money had- been taken from the 
public treasury to meet operating deficits, “we must not over- 
look the tremendous influence these ships have had in holding 
down ocean carrying charges.” He said the benefit to American 
business of every kind “far exceeds any treasury outlay.” 
Continuing, he said, in part: 


The time is fast approaching when the American people 
through its Congress must determine whether it is going to have 
a merchant marine or whether it is going to surrender the -field 
it was forced to enter by war necessities and which, as a great 
‘commercial nation with an ocean on each side of it, I think it 
should continue to occupy. : 

Our ships are fast weafing out. Every day they are facing 
the competition of more modern, efficient, and up-to-date ships. 
Business men at Home and abroad are becoming more and more 
doubtful of the continuante of service we are now furnishing 
them. If there is one thing more essential than another in the 
development of a shipping business it is regularity and cer- 
tainty of service. 

To have a permanent American merchant marine we must 
‘adopt a policy that will induce private capital not only to take 
over services but to maintain them by replacing the present 
ships as they wear out with the most modern and efficient ships 
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afloat, or else the government must make provision for building 
ships to replace the present ships and so assure business mep 
that the service will be maintained, or else we must frankly 
confess our inability to maintain a merchant marine and sur- 
render this field to our commercial rivals. 

In my judgment, we must determine this question very soon, 
It is not enough to declare that we are in favor of an adequate 
merchant marine and that we will take the steps necessary to 
have it, but we must take those steps. We must adopt the policy 
we propose to follow; we must provide in some way for the build- 
ing of ships to maintain the needed services. We are slowly but 
surely coming back to where we were before the war. Then we 
carried about 10 per cent of our imports and exports. I want to see 
the merchant marine privately owned and privately operated. I am 
sure that such a merchant marine will be more cheaply built 
and more efficiently and economically operated than a _ goy- 
ernment merchant marine, and I will gladly support any measure 
that will insure such a merchant marine. If we will not do, if 
we cannot do, what is necessary to give us such a merchant 
marine through private ownership and operation, then I am in 
favor of the government adopting such a program and carrying 
it out as will keep running under the American flag such ships 
as will insure American producers adequate shipping service at 
reasonable rates and make it certain that, if any great danger 
should threaten us from without, we will be reasonably well 
prepared with the means of ocean transportation for troops and 
supplies and also that our commercial needs will be reasonably 
well cared for if the shipping of the other nations should be 
diverted to war purposes. 

Without an adequate merchant marine the reduction of 
navies will leave us at the mercy of any nation in peace or in 
war that has an adequate merchant marine. 


I wish to quote just a brief statement from a speech made 
by Secretary McAdoo in Chicago on January 9, 1915, in which 
he stated very clearly and concisely the importance of a merchant 
marine, especially from the economic standpoint. He said: 


“Regarless of these hazards, it is even greater folly, from an 
economic point of view, to continue deliberately the policy of 
trying to build up a great foreign trade by leaving to our rivals 
the control of the vitally important instrumentalities of ocean 
transportation. So long as our competitors own the ships they 
make the rates, they control the service, and they determine the 


route. With this power it is easy to favor their own commerce 
and discriminate against ours.” 


The shipping problem is not a partisan one. It is an Ameri- 
can question and should be dealt witht in a purely patriotic way. 

I wish to make a suggestion as to how it may be possibie 
for us to work out a policy which we can adopt. Farmers, labor- 
ers, manufacturers, shipbuilders, ship operators, and shipowners 
are interested in the adoption of a wise policy We are not likely 
to adopt a policy opposed by one or two of these great activities. 
It is most important that a policy should be decided upon that 
will have. the substantial support of all of them. Representatives 
of these lines of effort should get together around the consultation 
table and earnestly and patriotically seek to harmonize their dif- 
ferences and agree upon the fundamental principles of such a 
policy. Politics should be laid aside, selfish interests should be 
subordinated to the public good as fully as possible. Unless this 
can be done wise action upon this vital American need is almost 
ae mai Surely the Shipping Board can bring about such a con- 
erence. 

So, I wish_to suggest, and this is the purpose of my resolu- 
tion, that the Shipping Board, in conjunction with the Department 
of Commerce, should consider this question without delay. It 
ought to be better able to determine what should be done than 
any other agency. It can render no better service to the country 
than to devote its time during the summer and fall to the study 
of this problem and submit it to Congress such concrete plan as it 
believes is necessary and will induce private capital and energy 
to go into the shipping field in such a way as to insure us the 
merchant marine we should have to care for our commerce and 
insure national security and submit an alternative plan and pro- 
gram for the government to adopt if it should be found necessary 
for the government to do this great thing. This is a great task, 
but a most important one. It will take time for Congress to 
consider and act upon it. This problem cannot be delayed much 


longer. We should take it up seriously, with a view to taking 
action. 


Senator McNary, of Oregon, submitted a resolution similar 
to that offered by Senator Jones, but said he would not press 
for its consideration at the time. The resolution follows: 


Resolved, That it is the sense of the Senate that the Presi- 
dent, the United States Shipping Board, and the Interstate Com- 
merce Commission, in the administration of the shipping act, 1916, 
the merchant marine act, 1920, and other laws relating to carriers 
by water or the transportation of passengers or property by 
water, should adopt every method consistent with law to develop, 
encourage, protect, and promote the American merchant marine: 
and the United States Shipping Board is authorized and directed 
to report to the Senate not later than the first Monday in Decem- 
ber, 1926, such recommendations for legislation as it deems ad- 
visable or necessary in order further to develop, encourage, pro- 
tect, and promote the American merchant marine. 


RATES HIGH ON PROMPT SHIPS 


The Traffic World New York Bureau 

After several days of uncertain fluctuations, with no 
definite trend, ship charter rates responded to the renewed 
demand for coal in Great Britain, and new high records for the 
current bull market were made. The highest figure reported was 
the equivalent of $4.50 a ton, comparing with fixtures several 
weeks ago at $2.65 to $2.75 a ton. This was for a small 
steamer for spot loading. Other fixtures have been made for 
July loading as low as $3.40 and for August loading several 
cents lower, indicating the greater probability of a settlement 
of the strike for the remoter period. The apparent deadlock 
between the owners and miners has convinced both shippers 
and shipowners that no immediate termination of the dispute 
is in sight. There was little activity in coal shipments to 
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South America, but several vessels were fixed around $4.50 to 
$4.60 a ton. 

The grain market naturally was affected by the great de- 
mand for ships for the coal trade. Congestion of grain was 
reported in. Montreal, due to the shortage of ships, and it was 
expected that a considerable volume of the commodity might 
shortly be diverted to New York. The most interesting situ- 
ation was in the Gulf. Previous indications of a ship short- 
age, which were resulting in steadily increasing rates, were 
dispelled by the action of the Shipping Board in throwing 59 
vessels into service there. ‘New York shippers were inclined 
to discount the effect of this decision, in the belief that it 
would be found that the cost of reconditioning many of these 
vessels would be too great and that the time for the work 
would be longer than estimated. Grain rates from Montreal 
to the Continent were strong but did not follow the sharp 
advances in the Gulf, the current figures staying around 16 
cents to Antwerp or Rotterdam and 17 cents to Hamburg and 
Bremen for the first half of July. 

It is estimated in New York that the total volume of coal 
orders for United Kingdom delivery in the three months period 
from May 1 to August 1 aggregates about 2,000,000 tons for 
which 400 vessels have been chartered. This amount of coal 
is equal to only about one week’s consumption in England and 
is an equally negligible quantity in the American market. Its 
greates significance has been in its effect on the ship charter 
market, with resultant reactions on grain rates and to a less 
extent on berth rates on general merchandise. Most of the 
coal orders have been handled on this side for the British 
Government by the General Coal Company, Castner, Curran 
and Bullitt, and the Cory Mann George Corporation. 


The British government has been using its influence to 
prevent a runaway speculative market in freight rates, and 
this effort has been. supplemented by the order of the Shipping 
Board last week in placing 59 ships in the Gulf grain trade 
for August. Without these two influences it is probable that 
much higher rates would have been seen. While both the 
grain and coal traffic is handled by tramp ships, the result 
would have been a stronger condition for general commodities, 
due to the fact that many berth vessels fill their extra space 
with small lots of grain. With a high rate for the space, the 
regular and irregular lines would not be tempted to reduce 
rates for other shipments. 

The unusually high rates of $4.50 and even $5.00 a ton 
paid for spot ships to load coal for the United Kingdom, are 
in contrast with the declining rates for forward loading. Sev- 
eral fixtures have been reported this week at $3.40 a ton for 
late July and August loading. These figures are purely spec- 
ulative, however, and reflect the belief in the shipping indus- 
try that the mine strike will be terminated before that time. 
In the event this forecast is wrong, rates for spot ships at that 
.time will be as high as the current prices, if not higher. 

The steamship conferences,. governing rates on regular 
liners for general merchandise, have not followed the advances 
in the charter market. As a rule, conference rates do not re- 
flect any temporary strength in the tramp ship field. 

British underwriters express themselves as not satisfied 
with the action of the International Shipping Conference in 
passing a resolution indicating the purpose of the shipowners 
to restrict the issuance of letters of indemnity within the nar- 
rowest limits possible. It is felt that this resolution, in addi- 
tion to recognizing the objectionable practice of giving clean 
bills of lading when there is actually a reservation as to qual- 
ity of condition of goods shipped, is too vague in its terms 
and opens the way to serious abuses. The subject was dis- 
cussed recently in the report of the Manchester Association 
of Importers and Exporters in connection with the granting 
of clean bills of lading for packages only apparently damaged. 

Recent reports of an impending dissolution of the work- 
ing agreement between the Hamburg American Line and the 

‘United American Lines were denied by Wilhelm Cuno, chair- 
man of the board of the former, on his arrival in this country. 
He said: 


There is no foundation to any rumor that our friendly relations 
of the past six years with the Harriman shipping interests have in 
any way been interrupted. The close co-operation between the two 
companies in the maintenance of their joint services between the 


United States and Germany has progressed favorably and to our 
mutual benefit. 


Considerable interest has been aroused in New York in 
the order of the Shipping Board authorizing an investigation 
into rate cutting by European railroads. It is doubted here 
that the board has any authority to act in the matter if all the 
facts are correct as reported. The matter arose through the 
issuance by the United American Lines, which has a joint 
‘service to Hamburg with the Hamburg American Line, of a 
circular calling attestion to the advantages of routing ship- 
ments for Austria and Czechoslovakia via Hamburg instead of 
Trieste. Such diversion of traffic would affect the American 
Export and American Premier Lines. The purpose of the 
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inquiry is to determine whether the readjustment of rates by 
the German railroads has been legitimate. 

Because of reports that marine insurance companies are 
planning to increase premiums on policies covering shipments 
to Colombia on account of congestion at Colombian ports due 
to the general drouth, poor condition of warehouses and tying 
up of traffic on the Magdalena River, Gabriel Valencia, Consul 
General of Colombia, has made public copies of cablegrams 
received from the Colombian minister of finance and the United 
States consular representatives at Baranquilla, Santa Marta, 
and Cartagena, denying that there is any serious congestion at 
those ports. The message from the minister of finance said 
that “shipments deposited in customs are stored in old ware. 
houses and others constructed recently which offer every guar. 
antee for preservation of merchandise. Present organization 
of customs furnishes complete security and the care and order 
are so strict that in spite of enormous quanity of packages 
stored no claims have been presented for confusion, loss or 
pilferage.” The other cablegrams were similarly reassuring, 

Following the announcement from Washington that the 
Shipping Board had consolidated the American Indian Line and 
the Atlantic Australia Line, giving the combine service to the 
Roosevelt Steamship Company, as managing agents, it ig 
learned that the United States and Australasia Steamship Co., 
previously operators of the Atlantic Australia Line, will con- 
tinue in the service with chartered steamers: The company 
has taken the S. S. Eurana, owned by the Planet Steamship 
Corporation, as the first vessel, sailing from New York, August 
12, in the new monthly service. This indicates keen competi- 
tion with the Shipping Board Line: 

Meanwhile Kermit Roosevelt has given an interview in 
which he predicted success for the consolidated services. He 
will go to Washington shortly to complete arrangements for 
taking over the additional line, whose vessels will be turned 
over on arrival in New York. Mr. Roosevelt said his company 
would attempt to buy the line when it is offered for. sale by 
the board. 

The New York Cotton Exchange has approved a contract 
with the Bayway Terminal Co. of Elizabeth, N. J., on Staten 
Island Sound, calling for the expenditure of $5,000,000 in ter- 
minal developments to make New York the greatest cotton 
port in the world. This action, which is still subject to the 
ratification of the membership of the exchange, is a reversal 
of the previous proposition, now considered dead, to accept 
deliveries of cotton at other ports against Cotton Exchange 
delivery contracts. The Bayway Terminal now has facilities 
for handling and storing 60,000 bales of cotton, and under the 
proposed contract with the exchange these will be increased 
to 100,000 bales in six months, 150,000 bales within one year 
and 200,000 bales by October, 1927. 

Every facility will be provided by the terminal company 
for the most modern and economic handling, accommodation, 
transportation and centralization of cotton coming into the 
port of New York. The plans provide for minimum charges 
for moving, inspection, compression and insurance of cotton 
as low as those obtainable at any other port. Under the con- 
tract the terminal company agrees to provide dock space of 
1200 feet to accommodate vessels of 10,000 tons, and berth 
space for 18 lighters at one time with facilities for discharging 
18,000 bales in three eight-hour shifts. The plans also include 
facilities for handling daily 150 freight cars and loading and 
unloading 7,500 bales in three eight-hour shifts. Samuel T. 
Hubbard, Jr., president of the N. Y. Cotton Exchange, ex- 
pressed great confidence in the success of the plans in increas- 
ing the importance of New York as a cotton. port. 


SEAMEN’S BILL REPORTED 


Senator Jones, of Washington, chairman of the Senate com- 
merce committee, last week reported favorably S. 1079, with 
amendments to provide seamen on American vessels with a 
continuous discharge book. The bill went over for considera- 


tion at the next session of Congress. In the report on the bill, 
Senator Jones said: 


The first section of this bill requires that every seaman shall be 
provided with a continuous discharge book which he must keep. 
This book is to contain the nationality, age, personal description, 
and signature of the seaman and must be issued to him by the 
shipping commissioner or those authorized to act as such commis- 
sioner. When a seaman is shipped the commissioner is required to 
enter in this discharge book the voyage, the class, name, tonnage, 
and home port of the vessel, together with the name of the master, 
date, and place of such shipment and the re in which the seaman 
is to serve. When the seaman is paid and discharged the shipping 
commissioner is required to enter in his discharge book the date and 
place of such discharge, together with the rating then held by him, 
but no further entries are permitted. 

Representatives of the shipping men oppose this provision very 
vigorously. They have issued a book of their own. In this book 
the captain enters his opinion of the seaman at the end of each 
voyage, supposed to be based upon the conduct of the seaman and 
his efficiency or lack of efficiency. The representatives of the sea- 
men object hay) strenuously especially to having the captain enter 
in these books his opinion of the conduct or capacity of the seaman. 
They claim the practical result of this is the maintenance of a black 
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list. They feel that a record showing the services of the. sailor, the 
steadiness or lack of steadiness of his employment, etc.. is the best 
indication of his character and capacity. The committee b®lieves 
that on account of the peculiar relationship between the seaman and 
the captain of a ship and the peculiar nature of his employment and 
the power of the captain over his crew that the claim of the represent- 
atives of the seamen is just, and that it is best for all concerned not 
to permit the captain to make a record of his opinion of the seaman 
whether good or ba 


d, 

Section 2 of the bill is an amendment to section 292 of the Crim- 
inal Code, which reads as follows: 

‘“‘Whoever, beirig of the crew of a vessel of the United States, 
on the high seas, or on any other waters within the admiralty and 
maritime jurisdiction of the United States, endeavors to make a revolt 
or mutiny on board such vessel, or combines, conspires, or confed- 
erates with any other person on board to make such revolt or mutiny, 
or solicits, incites, or stirs up any other of the crew to disobey or 
resist the lawful orders of the master or other officer of such ves- 
sel, or to refuse or neglect their proper duty on board thereof, or to 
betray their proper trust, or assembles with others in a tumultuous 
and mutinous manner, or makes a riot on board thereof, or unlaw- 
fully confines the master or other commanding officer thereof, shall 
be fined not more than one thousand dollars, or imprisoned not more 
than five years, or both.’’ 

The committee believes this proviso is a proper one with the 
amendment suggested. ; 

The only change made by section 3 in section 4530 of the Revised 
Statutes is to give the seaman the right to demand half of the wages 
earned and remaining unpaid when a ship stops to take on fuel in 
addition to the right that he now has for such part of his wages when 
the vessel stops at a port to load or deliver cargo. This amendment 
was carried in the shipping act of 1920 when it passed the Senate 
but was omitted in conference. 

Section 4 simply permits the seaman when signing shipping arti- 
cles to have some person satisfactory to himself present to explain 
their contents and in addition provides that no signing on or paying 
off shall be done on board of any vessel unless the vessel is con- 
nected with the shore by gangway. The shipping articles should 
be signed in the presence of the shipping commissioners unless some 
very exceptional conditions require otherwise. 

This section also expressely declares that a vessel violating the 
statutes for the protection of life and safety at sea or for being in- 
efficiently or insufficiently manned shall be held unseaworthy and be 
required to pay such damages for loss of life, limb, or health as a 
competent court and jury may determine. 


SHIPS FOR GRAIN TRADE 


The Shipping Board was planning to put additional ships 
in the grain-carrying trade when Secretary Hoover, of the De- 
partment of Commerce, and Secretary Jardine, of the Depart- 
ment of Agriculture, called on the board last week to urge that 
such action be taken, it was stated at the White House July 6 
by a spokesman for President Coolidge. 

The President had taken the matter up with the board, it 
was said, but the cabinet members had the impression that the 
board did not plan to put additional ships in the trade. The 
President, therefore, it was said, told them to take the matter 
up with the board. It was found that the impression of the 
two secretaries was erroneous and that the board was prepar- 
ing to meet the demand for additional ships to carry grain to 
foreign markets. 

It was explained that tramp ships which were usually 
available for the grain trade were now busy transporting coal 
on account of the coal miners’ strike in England and that, 
therefore, additional ships were needed to handle grain exports. 


ATLANTIC COAST CARGO 


Atlantic coast ocean-borne foreign trade in the first quarter 
of 1926 exceeded in cargo tonnage volume and previous first 
quarter in the five-year period 1922 to 1926, the 1926 total of 
12,485,000 tons being an increase of 3.4 per cent over the first 
quarter of the previous year and 11.5 per cent greater than the 
1922 first quarter total, says the Bureau of Research of the 
Shipping Board. 

The south Atlantic range between-the Virginia capes and 
Key West made marked and consistent progress in the five- 
year period, the total of the first quarter 1926, 926,000 tons be- 
ing an increase of nearly 130 per cent over the same period in 
1922 and 7.3 per cent above the first quarter of 1925. 

The north Atlantic range total of 11,558,000 tons was 7.1 
per cent above the total in the first quarter of 1922 and 3.1 
per cent greater than the same period in 1925. 

The tonnage volume of the Atlantic Coast foreign trade in 
the first quarters of the years 1922 to 1926 appears in the fol- 
lowing table: 


First quarter, 1922, imports 5,823,859 tons, exports 5,371,577 tons, 
total 11,195,436 tons; first quarter, 1922, imports 7,507,381 tons, ex- 
ports 4,509,581 tons, total 12,016,962 tons; first quarter, 1924, imports 
5,977,230 tons, exports 5,481,334 tons, total 11,458,564 tons; first quarter, 
1925, imports 6,845,614 tons, exports 5,226,260 tons, total 12,071,874 tons; 
first quarter, 1926, imports 7,617,963 tons, exports 4,866,937 tons, total 
12,484,900 tons. 


SHIPS FOR GRAIN TRADE 


The Fleet Corporation, under the order of the Shipping 
Board directing that 59 additional ships be assigned to the 
grain-carrying trade, has assigned 7 ships to active service for 
the handling of grain and flour from Houston to Galveston in 
July. These ships are for European-Continental ports in the 
Antwerp-Hamburg range where the demand is particularly 
keen. The Fleet Corporation is also switching the Mobile and 
New Orleans-United Kingdom-Continental steamers to Galves- 
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ton and Houston for part cargoes of grain and flour. Thege 
arrangements will afford 21 sailings in July from Texas ports 

Officials said grain was only just beginning to move ip 
volume. Vessels will be made ayailable to handle the equival. 
ent of approximately 4,000,000 bushels of wheat and flour jp 
July. The pressure is particularly heavy for loading in the 
first half of July. It is expected that in the latter part of 
July additional steamers will have to be put on. Officials saiq 
the demand for tonnage would be met. 


PREFERENTIAL OCEAN RATES 


President Coolidge signed S. 4419, a bill passed by Congress 
authorizing the Shipping Board to grant preferential passenger 
fares on Shipping Board vessels to alien veterans and members of 
their families. The new law will aply to veterans of the World 
War who served under the American flag but who remained in 
their families. The new law will apply to veterans of the World 
could not return to the United States under the immigration 
quotas. Congress passed a law providing for special admission 


to the United States of the alien veterans and members of their 
families. 


OPERATION OF VESSELS 


Senator Cameron, of Arizona has introduced a bill (S. 4544) 
to prohibit the operation of Shipping Board vessels by persons 
operating foreign vessels. The bill would bar as managing 
agents of Shipping Board vessels persons identified with foreign 
lines that compete with the government vessels. 


PARCEL-POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective at once the weight limit applicable to parcel-post pack- 
ages addressed for delivery in the Union of Socialistic Soviet Re- 
publics in Europe and the Union of Socialistic Soviet Republics in Asia 
is reduced from 22 pounds to 11 pounds, with a corresponding change 
in the transit rates as follows: 


Union of the Socialistic Soviet Republics in Europe, 1 to 2 pounds 
46 cents; 3 to 11 pounds 50 cents. 


Union of the Socialistic Soviet Republics in Asia, 1 to 2 pounds 
86 cents; 3 to 11 pounds 90 cents. 


The above supersedes the information appearing under the head- 
ing ‘‘Union of Socialistic Soviet Republics’ on page 204 of the Postal 


Guide for 1925 and on page 81 of the August supplement to the above- 
mentioned annual guide. 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective July 10, the transit charges applicable to parcel-post 
packages addressed for delivery in Syria (States of Syria, Grand Leb- 
anon and Alaouites) will be changed to read as follows: 1 to 2 
pounds, 35 cents; 3 to 11 pounds, 55 cents; 12 to 22 pounds, 95 cents. 

The postage and transit charge must be prepaid by postage 
stamps affixed to the parcel at time of mailing. 

The above modifies the. transit rates as shown under the item 
“Syria (States of Syria, Grand Lebanon, and Alaouites),” on page 204 
of the annual Postal Guide for 1925 and on page 77 of the October 
supplement to the above-mentioned annual Postal Guide. 


HAY AND STRAW SHIPMENTS 


Under a modification of the Japanese beetle quarantine 
by the Department of Agriculture, effective immediately, ship- 
ments of hay or straw, when used for packing articles other 
than fruits and vegetables, will be permitted to move in inter- 
state commerce without inspection or certification. 


BARGE LINE EARNINGS 


The net income of the Mississippi-Warrior barge line service 
for May will be close to $71,800, Brigadier-General Ashburn, 
head of the Inland Waterways Corporation, has advised Secre- 
tary of War Davis. This estimate, it was explained, exceeded 
a previous estimate by approximately $11,000. SEs 


COAL PRODUCTION, AND SHIPMENT 


Production of soft coal the week ended June 26 is esti- 
mated at 9,825,000 net tons by the Bureau of Mines of the De- 
partment of Commerce. The estimate is based partly on 171,- 
146 cars loaded for shipment. Compared with the revised figure 
for the preceding week, there was a gain in production of about 
322,000 tons. Production of anthracite the week ended June 26 
is estimated at 2,087,000 net tons, an increase of 55,000 tons 
over that for the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended June 12 were reported 
as follows: Bituminous, 2,063; anthracite, 3,948. 

Tidewater bituminous coal shipments from Hampton Roads 
totaled 586,727 net tons the week ended June 26, of which 
158,656 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Brie ports the 
week ended June 27 totaled 1,127,450 net tons. Anthracite 


shipped from Lake Erie ports the week ended June 27 totaled 
148,488 net tons. 
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Truck Service 
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in choosing a FREIGHT FORWARDER as “<< 
in selecting a bank. The bank transmits your money, the 
freight forwarder transports the merchandise represented by 
that money. One service is as important as the other. 

You never send money nor securities without first making 
arrangements for adequate insurance against loss. The in- 
surance that we carry for the protection of your merchan- 
dise while moving VIA UNIVERSAL CARLOADING AND 
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INDIANAPOLIS, IND. 
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DISTRIBUTING COMPANY costs us thou- 
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‘UNIVERSAL CONSOLIDATED CARS are forwarded reg- 


ularly in through symbol trains, thus maintaining a depend- 
able schedule at all times. 

UNIVERSAL REDUCED RATES applying on less than 
carload shipments provided with a carload rating of 3rd class 
or lower add materially to the attractiveness of an efficient 
method of transportation. 
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| Personal Notes | 


The Allied Drug Transportation Association of San Fran- 
cisco, composed of the wholesale druggists, drug jobbers, and 
manufacturers’ agents, was organized June 30. J. B. O’Calla- 
ghan, of O’Callaghan & Son, was elected president, and N. R. 
Christie, of the Coffin-Redington Company, secretary and treas- 
urer. 

J. F. Garvin has been appointed assistant freight traffic 
manager of the Missouri-Kansas-Texas at Dallas, Tex. 

N. L. Rankin has been made general agent of the Texas & 
Pacific at Dallas. He succeeds J. M. Hartsfield, who died. W. 
M. Taylor has been appointed assistant general agent at the 
same place. 

W. F. Sterley has been appointed assistant traffic manager 
of the Fort Worth & Denver City and the Wichita Valley. L. M. 
Hogsett has been made general freight agent, and W. A. Blank, 
assistant general freight agent. 

F, M. Booth has been made general agent of the Southern 
Steamship Company at Philadelphia, Pa. Phelps Cree and G. L. 
a have been appointed commercial agents at the same 
place. 

J. A. Prince has been made freight representative of the 
Pennsylvania at Canton, O. J. T. Reese has been appointed 
freight representative at Wheeling, W. Va. 

E. L. Wilkinson has been appointed district freight and 
passenger agent of the M. K. T. at Salt Lake City. 


DOINGS OF THE TRAFFIC CLUBS 


The Junior Traffic Club of St. Louis was the guest of the 
Missouri Pacific at the latter’s pageant of progress at the Wash- 
ington University stadium, July 9. 





The Traffic Club of Detroit has arranged a golf and dinner- 
dance party at the Birch Hill Country Club, July 20. 





The Traffic Club of Chicago will hold an open forum meet- 
ing and luncheon July 22. The subject of discussion will be 
“Motor Bus and Truck Regulation.” 





The Milwaukee Traffic Club will hold its second golf tourna- 
ment July 16 at the Old Blue Mound Country Club. 





The Canton Traffic Club will hold its seventh annual outing 
at the Shrine Club, Meyers Lake, Ohio, July 20. 





The Railway Business Women’s Association of Cleveland 
has been organized with the following officers: Chairman, 
Frances White, the New York Central; secretary, Marella Grif- 
fin, the A. B. & A.; treasurer, Marie McAleenan, B. & M., and 
publicity chairman, Margaret C. MacEwen, M. & St. L. 





The Traffic Club of Oklahoma City- has ratified the resolu- 
tions of the Associated Traffic Clubs of America with relation 
to the arbitration society of America, political rate making, and 
regional appointments to the Commission. It did not approve 


the slogan adopted, taking the stand that it should be in more 
condensed form. 





The Women’s Traffic Clubs of San Francisco and Los An- 
geles are arranging to hold a meeting at a point midway between 
the two cities at some date around Labor Day. 





The, Traffic Club of Memphis will hold its annual barbecue 
at Vance’s Woods July 17. 





The Transportation Club of Louisville will hold an outing 


July 19. There will be a trip down the Ohio River on board the 
steamer Washington. 


MID WEST BOARD MEETING 


A report on a survey of production and distribution for the 
third quarter of this year in the territory of the Mid West Ad- 
visory Board will be made at the tenth regular meeting of that 
body at the Blackhawk Hotel, Davenport, Ia., July 14. . James 
E. Gorman, president of the Rock Island, will be the speaker 
at the morning session of the board, and B. J. Palmer, owner 


of radio station WOC, will be the principal speaker at the 
banquet following the meeting. 


CENTRAL WESTERN BOARD MEETING 
The Central Western Advisory Board held a meeting at Salt 
Lake City, July 8. Over 250 representatives of shipper and car- 
rier interests attended. Reports of the committees indicated that 





transportation conditions were good, with no abnormal situations 
anticipated for the next five months. Industrial production ang 
movement of commodities were reported as equal to those of 
last year. H. A. Scandrett, vice-president of the Union Pacific, 
was the speaker at a banquet following the meeting. 


MEDIATION BOARD ORGANIZES 


The Board of Mediation created by the railway labor act 
organized June 8 by electing Samuel E. Winslow, former chair. 
man of the House committee on interstate and foreign com. 
merce, chairman of the board. It also discussed the work it 
would have to do, but made no announcement on that head, 
though it was in session for four hours. It also discussed the 
secretaryship, but did not make a selection from the large num. 
ber of applicants for that place. It also deferred action on the 
question of office accommodations until a sub-committee ap. 
pointed to consider that matter could report. 


WAGE STATISTICS 


The total number of employes of Class I railroads in April 
was 1,783,411 and their total compensation in that month 
amounted to $242,943,370, according to compilations made by 
the Bureau of Statistics -of the Commission ffom reports coy- 
ering 174 Class I line-haul roads, 13 switching and terminal roads 
of Class I and 17 small roads included in system reports. In 
explanation of the statistics, the bureau said: 


The number of employes reported by Class I railroads for the 
month of April, 1926, was 1,783,411, an increase of 37,997, or 2.2 
per cent over the number reported for March, 1926. Owing to 
seasonal requirements, the number of employes in the mainte- 
nance of way group shows an increase of 44,107, but this number 
was slightly offset by reductions in the maintenance of equipment 
and the transportation groups. The total compensation shows 
a decrease of 6,684,887, or 2.7 per cent. This decrease in com- 
pensation in the face of an increase in employment is explained 
by the fact that April had only 26 working days, while March 
had 27. It is also noted that the principal increase in employment 
occurred in the number of lower paid employes. 

ompared with the returns for the corresponding month last 
year, the number of employes reported in April, 1926, increased 
2.2 per cent, and the total compensation increased 3.5 per cent. 
As indicated in the subjoined table (omitted), the increase in 
employment appears largely in the maintenance of way, and the 
transportation groups. The difference between the percentage in- 
crease in employment and in compensation is due to slight in- 


creases in the number of hours worked per employe and in the 
average rates paid. 


REPORT ON RAILWAYS AND SHIPPING 


The report of the select standing committee of the Canadian 
Parliament on railways and shipping has been tabled but 
not yet acted on. It was in favor of granting loans or guaran- 
tees amounting to $31,000,000 to the Canadian National Railways 
and $600,000 to the Canadian Government Merchant Marine, the 
amounts asked for for the coming year. 

“From the evidence given, your committee is of the opinion 
that the amount of $31,000,000 is necessary for the purposes of 
the company for the coming year, and should be passed by the 
House,” the report says. It pointed out that the committee had 
held fourteen sittings at which twenty-one witnesses were ex- 
amined. It says the committee is gratified to learn that the 
net result of the operations of the merchant marine for the first 
five months of the year is an operating profit of $62,000, com- 
pared with an operating deficit for the same period last year 
of $593,000. In dealing with the railways, it says: 


Your committee notes with satisfaction that the Canadian Na- 
tional Railways continue to hold the confidence and good will of 
the public through the excellence of the services rendered and the 
courtesy extended to patrons. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
April, 1926: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 





April, Apri, March, 
1926 1925 1926 
Provinces: Tons Tons Tons 
Prince Edward Island........... 11,871 14,803 10,009 
IOV TOOLS wifes ia yecs ten. 421,914 161,298 399,111 
New Brunswick ................ 247,100 250,821 332,238 
NE ro cisu Sou o 40 90S wh <0 d-0 0 tae 1,318,645 1,192,613 1,626,503 - 
EL RRs Fe ee eee 3,740,471 3,332,440 4,218,029 
WROD, 66 sais 05 5 Rs eS TE a 353,212 21,980 352,175 
Saskatchewan .........sseeeeees 354,254 328,278 328,960 
FN ee re LE ee 471,869 389,250 632,138 
British Columbia ............... 594,105 409,776 556,560 
Total for Canada........... 7,513,441 6,401,259 8,455,723 
Products: 
RBCUTUICOREL. once ccc ccvcveccvcete 1,386,329 1,281,208 1,646,414 
pi BRS A rere rr 237,553 249,262 255,146 
NE <n: bidihi we. odin Gate 60 nee bata ap 2,364,436 1,718,700 2,625,800 
UNE Abs ono Ke ccs seeks Cetaeee 1,314,460 1,095,625 1,694,512 
Manufactures and Miscellaneous 2,210,663 2,056,464 2,233,851 
Grand Total... 06.6 o.e80% 7,513,441 6,401,259 8,455,723 
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EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly. 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 






















Before you decide on your IIli- 
nois distribution investigate our 
facilities, service and low rates 
to Illinois points— 


PARKE WAREHOUSES 
Decatur, Illinois 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


St. Louis, Pittsburgh, Baltimore 
iphia, Mobile, New Orleans 





McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


pac von 


¢ CARIBBEAN FO ) 
ULF LINZ 


SAILING EVERY SECOND SATURDAY SE OO ee esi 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


SWAYNE & HOYT, INC., Pacific Coast 
430 Sansome Street Ga E Sass Brnvscteco, Calif. 


H. H. KENNEDY, General Western Agent 
106 Merchants Exchange Building St. Louis, Mo. 






Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 17c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 
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Loaded 
at Sta- 
tions in 
Canada 

Commodities Tons 
Wheat 
Corn 
Oats 
Barley 
eR RS Sp 
a: Fe Pe ae re 
Other Grain 
Flour 








SP 3» oo Bare 89,296 
oe er ee 658 
Apples TEPSGH).... Gs Pessser vives 3,435 
Other Fruit (fresh)............. 1,542 
RSE aicha' dc nce'd 9 b.ed-e's Gare wee oye 6 71,568 
Other Fresh Vegetables......... 3,148 
Other Agrjcultural Products.... 17,263 

OE 6-6 cobbw) 00 d¥e¥t0% ce¥es 1,069,725 
Horses ....... job vc ce Se ee wnees be 9,373 
Creene eee ORIVOS. 20. cccdeccece 47,421 
eI ee errs ree 2 1,341 
SE UE s Os bie tose 4&5 b.6-> 0% 00:64. 0.6 0:9 25,660 
Dressed Meat (fresh)........... 9,655 
Dressed Meats (cured or salted) 4,171 
Other Packing House Products. 3,062 
Me 6d Take hae de.ccleoo ieee 0 261 
MN MOET ab 03.59 og ed-¢-d:n 6. 0.8.08 Ko Waid 2,138 
Butter and Cheese.......... ee 3,431 
TODD FUR in. is y's Reabow Mate dle Gin b. oc bac 264 
Hides ana@ Leather.............0. 4,719 
Other Animal Products......... 4,109 

RE sine dntadin-e << gui ine: ys eteaewband 115,605 
Anthracite: Coehsiéiciiccccccscves 35,651 
Bituminous Coal. i... cece 377,671 
NEED foc Gb tv-% Jo 0 des 0 wens 89,391 
ESS ee ee 30,056 
ROO CU Si see scwkescesecevaece 1,217 
Other Ores and Concentrates... 258,244: 
Base Bullion and Matte........ 6,869 
Clay, Gravel, Sand, Stone (crsh.) 236,820 


Slate—Dimension or Block Stone 7,241 





Crue Petraeus «oe ciccccscarccs 3,379 
Asphaltum 3,558 
hint dtanitend wii wininsrigedarntrwnenltien 13,150 
Other Mine Products........... 20,562 

WON tAwienccesebedeworhkintcs 1,083,809 
Logs, Posts, Poles, Cordwood... 306,561 
TE Nc tBe-be0¥ Wed Oares «6 vad walsee Oe 13,001 
I 6 oc cbie'e’ viens Sees te Upon 363,456 
Lumber, Timber, Box Shooks, 

Staves, Heading............ 478,593 
Other Forest Products.......... 33,070 

TOA eth ebe vss Fo be cb ose -ceeek 1,194,681 
Refined Petroleum and its prods. 90,915 
ST? ais, 5: Cinin e-e-a'e'ns bape Ce4.0 He FORE 25,642 
Iron, pig and bloom............. 26,678 
Rails amd Fastenings........... 16.780 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe........; 39,599 
Castings, Machinery and Boilers 18,163 
| Re ee eee 60,364 
Brick and Artificial Stone...... 50,574 
Oe eee eee 33,370 





Sewer Pipe and Prain Tile..... 4,896 


Agricultural. Implements’ and 
Vehicles other than Autos.. 22,440 

Automobiles and Auto Trucks... 21,346 

Household Goods...............+. 11,316 


TREND oo Vax 6.6 bee's @6 6b0'9 oad o's ° 3,742 


Liquor Beverages............... 18,585 
Fertilizers, all kinds............ 36,785 
Paper, Printed Matter, Books.. 130,676 
, “Ree tacts re 116,948 
Fish (fresh, frozen, cured, etc.). 2,900 
ON CO ea or 151 
Canned Goods (all canned Food 
Products other than Meat).. 12,082 
Other Manufactures & Miscel.. 260,245 
PRED 0 cbc bdlown rs cecseeses 248,605 
TOCA. mare ons 0 oes cba es os ee» 1,252,802 
GRAND TOTAL...... seveee eo 4,716,622 
*Decrease, 





Received 
from Foreign 
Connections Destined to 


THE TRAFFIC “WORLD 





-Total Freight Originated-———\, 


Cumulative Total 


Canadian Foreign For To 
Points Points Month Date 
Tons Tons Tons Tons 

3,115 15,405 461,798 2,771,770 
22,761 18,844 46,103 230,111 
5,220 36,547 171,973 672,187 
1,186 3,764 58,362 206,210 
112 1,113 10,766 31,575 
27 23 8,675 30,950 
1,092 1,923 9,802 62,911 
3,509 40,832 184,941 763,585 
4,280 56,508 146,656 605,137 
421 491 90,208 420,182 
5,379 3,962 9,999 54,185 
1,906 1,725 7,066 64,916 
16,080 9,959 27,581 94,334 
137 9,348 81,053 239,473 
6,895 11,978 22,021 87,343 
13,337 18,725 49,325 261,025 
85,457 231,147 1,386,329 6,595,894 
ANIMAL PRODUCTS 
166 202 9,741 35,866 
85 1,235 48,741 202,614 
ow 1,513 2,854 14,906 
8 2,516 28,184 130,855 
1,468 26,805 37,928 162,155 
6,383 17,151 27,705 112,506 
4,919 9,498 17,479 72,164 
13 3,646 3,920 20,893 
151 17,471 19,760 54,260 
877 14,696 19,004 71,071 
1,169 1,245 2,678 12,113 
2,020 3,684 10,423 52,880 
1,516 3,511 9,136 30,868 
18,775 103,173 237,553 973,151 
MINE PRODUCTS 
325,782 116,552 477,985 1,204,054 
578,346 35,114 991,131 4,412,343 
5,413 ms 94,804 614,190 
70,713 804 101,573 535,221 
1,123 sce 2,340 9,473 
6,757 4,239 269,240 1,026,677 
ces 774 7,643 38,863 
23,750 26,803 287,373 775,949 
1,645 14,833 23,719 78,246 
45,119 98 48,596 179,187 
981 410 4,949 16,423 
7,488 8,841 29,479 106,779 
1,858 3,184 25,604 118,614 
1,068,975 211,652 2,364,436 9,116,019 
FOREST PRODUCTS 
1,304 11,930 319,795 1,374,290 
642 736 14,379 33,483 
56 1,127 364,639 1,942,479 
27,784 67,743 574,120 2,191,725 
3,968 4,489 41,527 212,298 
33,754 86,025 1,314,460 5,754,275 
MANUFACTURES AND MISCELLANEOUS 
30,952 11,805 133,672 472,758 
6,182 25,634 57,458 214,932 
5,604 8,392 40,674 143,064 
801 4,688 22,269 47,229 
62,790 34,027 136,416 538,360 
10,563 26,584 55,310 214,788 
738 2,549 63,651 156,897 
7,388 2,963 60,925 185,137 
1,778 1,929 37,077 105,383 
493 638 6,027 17,005 
7,986 14,619 45,045 149,041 
17,777 138,107 177,230 658,561 
952 682 12,950 34,095 
175 4,211 8,128 31,540 
799 1,591 20,975 70,019 
4,862 5,371 47,018 161,777 
2,294 41,048 174,013 678,727 
1,844 10,456 129,248 526,796 
107 893 3,900 38,801 
102 269 522 4,898 
2,497 16,009 30,588 113,150 
96,473 224,642 581,360 2,148,151 
33,203 84,399 366,207 1,300,735 
296,360 661,501 e 2,210,663 8,011,844 
1,503,321 1,293,498 7,513,441 30,451,183 


Increase 
Over 
1925 
Tons 

483,246 
23,457 
12,095 

*44,512 

*54,124 

*27,312 

7,615 
*5,582 
60,760 
131,656 
*11,797 
5,582 
19,197 
19,712 

*10,406 
65,310 


~ 674,897 


1,958 
10,339 
1,040 
*33,609 
*13,317 
13,385 
*33,506 
*822 
*2,027 
7,395 
2,224 
*5,777 
*6,409 


*59,126 





*455,410 
87,245 
471,966 
158,855 
3,219 
223,916 
79 


143,846 
*6,619 
53,294 
*2,265 
10,065 

*15,847 


672,344 








258,919 
*21,315 
118,268 


161,490 
17,468 


534,830 


23,440 
*50,745 
30,692 
*23,402 


87,660 
55,292 
*13,592 
*24,833 
*8,262 
*4,000 


54,097 
175,122 
737 
4,785 

. 7,807 
6,434 
62,637 
*36,907 
*131 
1,459 


18,727 
186,328 
97,428 
650,773 


2,473,718 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF APRIL, 1926 


AGRICULTURAL PRODUCTS 
Originated 





RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 


Commodity Group 


EE ha 5 ao Sor Oo Leaks wlan iss Hib.g eic-s 


Animal 
Mine 


ee ee ee 


UME a: bo dthvns biaie oH y ah od Aa o's.chale po’ 443 oe. 4% 








eeee 


Loaded at ——Destined to———, 

Stations in Canadian Foreign 

Canada Points Points 
14.24 1.14 3.08 
1.54 -25 1.37 
14.42 14.23 2.82 
15.90 .45 1.15 
16.67 3.94 8.80 





62.77 


Received from Foreign Connections— 








17.22 


Total 
4.22 
1.62 

17.05 
1.60 
12.74 


37.23 











Terminated —__. 




































































































Unloaded Deliy- 
at Sta- ered to 
tions in Foreign 
Canada Connections 

Tons Tons 
286,448 118,371 
21,680 19,611 
101,134 70,591 
15,842 31,579 
2,565 2,202 
4,024 86 
6,923 4,117 
77,927 135,505 
72,781 64,947 
39,116 55,797 
4,661 4,306 
4,595 2,694 
* 17,770 10,025 
28,192 53,555 
10,170 13,928 
20,550 25,738 
714,378 613,052 
9,688 252 
43,323 7,970 
1,184 1,520 
26,265 2,541 
8,095 30,376 
1,846 24,807 
2,817 13,089 
116 3,733 
1,870 17,492 
2,913 15,653 
1,145 1,252 
5,007 5,027 
2,339 4,489 
106,608 218,201 
294,239 132,171 
886,774 54,487 
56,411 164 
96,445 3,519 
3,268 91 
237,113 15,029 
4,468 3,246 
238,886 44,797 
10,001 12,642 
47,074 98 
3,926 446 
19,602 8,926 
4,493 17,856 
1,902,790 293,472 
295,517 34,126 
7,956 4,509 
217,034 168,621 
324,491 263,841 
23,547 10,356 
868,545 481,453 
111,529 14,531 
31,913 27,178 
25,672 ° 8,525 
20,114 5,557 
76,018 37,904 
28,540 27,701 
56,110 2,960 
49,705 6,935 
36,659 2,388 
5,806 660 
22,478 27,011 
25,601 151,676 
11,957 945 
3,736 4,567 
17,972 3,997 
33,444 13,185 
24,100 161,311 
46,787 91,441 
1,766 2,237 
260 383 
10,234 18,839 
299,489 282,307 
292,249 88,872 
1,232,139 981,110 
4,824,460 2,497,288 
Delivered 
Unloaded at to For- 
Stations in eign Con- 
Canada nections 
9.51 8.16 
1.42 1.71 
25.33 3.91 
11.56 6.41 
16.40 13.06 





64.22 


33.25 
















Pe 
au 









a 
Part of shipment of canned goods 
awaiting arrival of S.S. “Com- 
mercial Traveler’ for Tampa and 
New Orleans. 





Protection 


When your shipment comes to us, no matter 
what the instructions about storage— 


That shipment is looked upon as our personal 
property and treated as such, not only while it 
is in our care, but as far as we can control it 
until it reaches its destination. 


We consider this part of our service. Better 
be safe than sorry is the way we reason it out. 


We’d much rather lose a few dollars storing a 
shipment under roof than in the open if we 
thought the shipper’s judgment had been at 
fault. 


Our HAZARD WARE- 

HOUSE, of same type cor 

struction as. general merchan- 

dise warehouses, containing 

6,000 sq. ft. Safely removed, 

but directly on the tracks and 
wharf. 





Of course every protection against fire and 
theft has been taken to guard your property. 


You expect that—but it’s the unexpected pro- 
tection in which we pride ourselves. 


Board of Harbor Commissioners 
Post Office Box 974 
Wilmington Delaware 


WILMINGTON 


on the Delaware 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 









S.S. COLOMBIA.............. July 24 July 26 
S.S. VENEZUELA............. August 14 August 16 
S.S. ECUADOR............ September 4 September 6 





Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, P.ntarenas, San Joan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 So. Spring St., Los Angeles, Cal, 



















Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON. ........EVERY MONDAY 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


THE GROUNDWORK 
FOR THAT COMPLAINT 


Calls for: 


lst—Careful analysis 
2nd—Proper presentation of facts 
3rd—Comprehensive, intelligent, 








Low Rates 







accurate exhibits 


We handle any or all these features of a com- 
plaint or suspension request, know what is 
necessary and are equipped to render efficient 
service. 

SERVICE DEPARTMENT 


THE TRAFFIC SERVICE CORPORATION 


“AT YOUR SERVICE” 
Mills Building 
Washington, D. C. 





















































































RED LAKE AND N. W. RY. 


The Trafic World Ottawa Bureau 


For the fourth time a bill to incorporate the Red Lake and 
Northwestern Railway has been “talked out” in the House of 
Commons. Twice a week the first hour after dinner recess, 
from eight to nine p. m., is devoted to private bills by routine. 
At nine o’clock the House resumes the order of the day auto- 


matically. Members opposing a private bill are less able to 
prevent its passing. 


The Red Lake bill is designed to grant a charter to an 
American company to build a road into that mining district in 
Ontario. 


Charles Dunning, Minister of Railways, in giving the atti- 
tude of the government towards private charters, said: 


If we had complete government ownership of railways from one 
end of Canada to the other, if. we had no private ownership of rail- 
ways at all, then, manifestly, the policy of the government would 
be to ask parliament to refuse to grant charters for new lines. In- 
asmuch, however, as we have in Canada at present both government 
owned railways and privately owned railways, the position is as it 
always has been, that parliament itself, on the advice of the rail- 
Way committee, which, presumably, examines the merits of each 
case, decides whether or not additional private charters shall be 
granted. In this case I am informed that the line opens up entirely 
new territory, connecting at one end with the Canadian National 
main line and at the other with the Hudson Bay Railway. Let me 
repeat that the management of the Canadian National Railways are 
not prepared at present to recommend to parliament the expenditure 
of public money necessary to build a branch line into this area. That 
being the case, the Canadian National Railway leaves the matter 
entirely in the hands of the railway committee of this house to de- 
termine whether, in all the. circumstances, private parties should 
be permitted so to do. 


Arthur Meighen, leader of the Opposition, criticized this 
statement. He said: 


I would like to suggest to the minister that the time has passed 
when any administration in this country should content itself with 
such an attitude. It is true that we have not a government monopoly; 
it is equally true that we have no competitive system with a variety 
of railway companies such as other countries enjoy—the United 
States, for example. We have proceeded in the evolution of our rail- 
way policy far beyond the points reached in most other countries 
and, having reached the stage where we have one great publicly 
owned system and another great privately owned system, we cer- 
tainly have reached the point where we must consider whether we 
will grant any more charters to heterogeneous companies here, there, 
and everywhere for the construction of little one hundred or two 
hundred mile railways. These railways, when they are constructed, 
are certain either to be failures, thus bringing descredit upon Can- 
adian finance, or, if they are successful, they are bound, on the one 
hand, to detract from the earning capacity of the great private sys- 
tem and thereby hold up railway rates, or to detract from the earn- 
ing capacity of the great publicly owned system and, therefore, in- 
jure the country as a whole. One of these two results must ensue 
from the creation of privately owned railway companies anywhere, 
in competition with the two great systems we already have. I can- 
not see how any result beneficial to the gr generally can ensue 
which could not have been attained much better by another route. 
Let me repeat: If the railway proves a failure as a commercial ven- 
ture then there is the repercussion back on Canadian credit, which 
is injurious to the country as a while. If it proves a success it staply 
means that the new railway has invaded territory which, in the 
general interest, should have been conceded either to the private 
company on the one hand or reserved for the public company on the 
other. I do not think this reasoning can be very well challenged. 

If these are the only consequences, all of them are injurious 
to the country and, for my part, it would take a very powerful array 
of special circumstances to convince me that there should be an ex- 
ception made in respect of a road either to Red Lake or to any other 
territory. I would think the government should very carefully con- 
sider whether or not we have reached the time when the granting of 
private railway charters to third companies, new organizations, should 
be done away with once and for all. 


Replying, Mr. Dunning pointed out that “the provinces also 
have the power to grant railway charters; they can and do, and 
in the last sessions of many of the provincial legislatures ¢char- 
ters have been granted to private parties for the construction 
of railroads entirely within the borders of the province.” 
Said he: 


We are in this awkward position in considering the matter. 
Parliament, from time to time, gives consideration to branch lines 
eogomels ut forward by the Canadian National and the Canadian 

acific Railways. It may very well be that, for reasons which seem 
good to the government or to parliament, for the time being, it is 
not advisable to extend into an area such as the one now under dis- 
cussion, and the important and difficult question which prevents me 
agreeing altogether with my right honorable friend is. this: Shall we 
Say, because parliament cannot see its way clear to vote public 
monies for the construction of a line, that, therefore, that particular 
area of country shall be left without railway transportation? That 
is a difficult question, and it is rendered still more difficult in its 
relation to general policy by the other fact which I mentioned, that 
every provincial legislature in Canada has the power to grant rail- 
way charters within its own borders. 


CANADIAN CAR LOADING 


Car loadings for the week ended June 26 showed a drop of 
$47 cars in grain loading, but other commodities showed only 
minor changes, the total being 99 cars less than the previous 
week. Compared with 1925, the increase was 10,669 cars, coal 
accounting for 4,980 cars, miscellaneous freight for 3,255 cars, 
and merchandise for 976 cars. 
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June 26, June 19, June 27, 
Commodities 1926 1926 1925 
Grain and Grain Products........+.+.e0++ 2,964 3,662 2,673 
EBwe: BCG occ ba cad oN tn'dg ene obkiveee om 965 1,034 1,188 
OE. vin 8. ce CRE MEES Ripe ee sys k's Codes ib tue - 5,810 5,836 988 
GU ns ote C4 NV 5e ho hkibdceRines Svercesed 231 233 115 
LABRIUOE . 00 beer ws souenties Grecvvcceeee eoee 8,089 3,280 2,923 
PURO ain 0.5.4 055} ken Vee s 64 60h Baas eve 2,021 2,044 1,798 
Pulp QE PAPO. cis ck ccnckicvivdgess Seeks 2,068 2,249 1,721 
Other Forest Products...... beaeed Koc ames 1,636 1,486 1,200 
ER ye oe nen hI ire Sa ae etn ee 3 926 1,078 
Moeronawalas, | Ta. Co Base ties sic tics Secve'evs 12,880 12,571 12,240 
Miscellaneous......... Uk Tee he dels as CET el 13,183 12,764 10,573 
ee et eee 45,664 46,085 36,447 
Total Cars Received from Connections 34,574 35,653 30,523 
WESTERN CANADA 
Grain and Grain Products............. eae C008 4,155 3,920 
MPUUE TRMOUEL « 0) 0. the uc-eWh.c we owe xe 0% Coee Rt abed 722 867 1,056 
CE 549-65 0K 4a PREC RS eo stink cd pone de Choe tse 908 707 750 
Ns is oie vod Seeded xo wedies Gk wb edn a 42 43 17 
RAUMINOL. 5% ain 0 00:6 ee oe ee ee ee 1,233 1,225 1,103 
PUI WOO . 65 6 ck 8580 dks Wisc. ote ge aoe OU te 211 160 233 
Pulp and Paper........ PHS ee Oe ce Gwen's’ 134 173 157 
Other Poorest Productes oc0siccccccscccccvcs 1,830 1,621 1,640 
Us rsd sada ahs Wtid dines F wa d's Gish we Laks oS Sess 835 773 581 
Benvanmemenee; En. ©. Wa. cvbitasccetseccoces 4,506 4,418 4,170 
SPINES < 00 wna Seber ke 50a kcroate eve’ 3,779 3,749 3,134 
Total Cara Laaded: .o\os cece IEEE A 18,213 17,891 16,761 
Total Cars Received from Connections 2,784 2,620 2,337 
TOTAL FOR CANADA 
Grain and Grain Products............% coo 6,070 7,817 6,593 
ER Nes Seatiggs 2 Pe FC 1,901 2,194 
Coal 6,543 1,738 
276 132 
4,505 4,026 
2,204 2,031 
2,422 1,878 
3,107 2,840 
1,699 1,659 
16,989 16,410 
16,513 13,707 
"TOCRT COE TOGOOG 6 ctks \ va ectebedests 63,877 63,976 53,208 
Total Cars Received from Connections 37,358 38,273 32,860 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products...........ee08% 177,194 149,266 
Re Cina wat Sera te 1d Oe 05 0 4e oe eae bbe 49,722 54,614 
NN oh ah SL ae re alae bp Wciew 120,302 85,580 
I args Secale Wir 6 u.ds to's wees $s wives pHeart hee 10,119 6,885 
Rca verdad dou Ka tacS Pusaes che Cowkbese bs 88,086 85,979 
I io bra Cle thie da Ciba b's bib 0-89 OR ee ene 76,824 75,520 
SE I «bids wien bcd ¥b'o 0 wawh<cees et 63,341 52,513 
Other Forest Products... ....cccccccveccee 84,306 74,626 
ed oh can ch aw et tseo bbe ENC CUS De ieee 38,497 32,303 
pn ER POS ote SA eee 395,777 375,823 
PIE 66s oS hn ph et ocusectieaet shee: 324,720 284,732 
ys Bl I er ry es ae 1,428,888 1,277,841 
Total Cars Received from Connections 931,353 830,796 


The steady growth of railway traffic continues. May scored 
a gain of 60,198 loaded cars over the same month last year, and 
the first two weeks of June showed an increase of 24,446 car- 
loads over the corresponding period of 1925. The official May 
figures for the four years are: — 


BEBE ~.ciceds civiineceet vease 0 0262,522 1925 ...ccvcrsccccvccveccecs 237,608 
1924 ..rcccccrcccccesvcevees BUENAS . TORS ci sceiotiscs sc ccvsoniget 297,806 


In 1925, May showed a heavy shrinkage as compared with 
the same month of 1924, but this year May has stood out con- 
spicuously, and brought traffic up pretty closely to the high level 
of 1920. Down to the end of the second week in June the im- 
provement over the corresponding period of last year is repre- 
sented by an increase of 127,849 carloads, as against the facts 
for 1925. 

The only commodity class to register a decline has been 
live stock. The other ten classes have shown gains. The in- 
creases have been as follows: Grain and grain products, 25,134 
carloads; coal, 24,878; coke, 3,011; lumber, 1,388; pulpwood, 898; 
pulp and paper, 10,103; other forest products, 8,655; ore, 4,433; 
miscellaneous, 33,772; merchandise, 17,891. 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues, expenses, and statis- 
tics of steam railways of Canada for April, 1926, shows, com- 
pared with last year, considerable improvement, increasing 
gross revenues by $3,506,074 and net revenues by $2,442,729. 
Compared with April, 1924, gross revenues were heavier by 
$684,575 and net revenues increased by $2,077,939. 

Freight traffic showed an increase over that of last year of 
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Ship by Water 


2] “DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadel phia, 
New York ad Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


altimere, Md. P, Norfolk, Va. 
5 South St. a ee 4c Law . 
And at our Branch Offices at ports of call, etc. 


South Dakota Chamber of 
Commerce 
Watertown, South Dakota 


P. & P. U. Railway Co., 
Peoria, Illinois. 


Dear Mr. Stock: 

Our rates to your territory 
have been readjusted and we 
expect to make considerable use 
of the Peoria Gateway. We find it 
highly desirable and satisfactory. 


Very truly yours, 
P. R. Wigton, Commissioner. 
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New York—California 


15 da S Fastest Service by Sea 
y Passenger and Freight 
Itinerary: New York—Havana—Panama Canal— 
Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 

Through Bills of Lading to or from other Pacific 
Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 
gage at moderate charge. All steamers equipped for 
refrigerator cargo. 

Proposed Sailing Dates 


ie tee from New York Eastbound from San Francisco—Leos Angeles 
.S. Mongolia July 15 S.S. Manchuria July 24 July 26 
ss. Finland 29 S.S. Mongolia Aug. 7 ) Set a 
S.S. Manchuria Aug. 19 8.S. Finland Aug. 21 Aug. 23 


ANNES Lae, 





PANAMA Paciric Linz 


INTERNATIONAL MERCANTILE Manning COMPANY 
Pier 61 North River, N. Y. C. 
(W. 28rd St.) Tel. 
Chi $27 So. La Salle St. 


P phia, Bourse Bldg. 9 
Rochester, Ellwenger & Barry Bldg. 


“Highly Desirable” 


Expedite Your Shipments 


Ship via Peoria—The gateway between 
Eastern and Western trunk line territories 


The displayed letter is but one of the many we are 
constantly receiving, commending our service, 
co-operation and efficient manner in which we 
transfer traffic from all points of the compass. 


PEORIA & PEKIN UNION RAILWAY CO. 


INQUIRIES SOLICITED 


UNION STATION, PEORIA, ILL. 





Bal Chamber of Commerce Bidg. 
West Coast Agents, Pacific 8.8. Co. 



























































11.2 per cent. The large-inéeréases, as shown by the weekly 
loading reports, were in coal, merchandise, miscellaneous freight 
and other forest products, the embargoes, on account of con- 
gestion, restricting the movement of grain, which showed an 
increase of approximately 1,000 cars. 

_ Passenger traffic was heavier by 13.7 per cent and average 
passenger train earnings per train mile increased from $2.27 to 
$2.39, or 5 per cent. 

For the four months, January-April, gross revenues were 
$12,766,604 greater than in 1925 and $259,105 greater than in 
1924. Net operating revenues showed an increase of $10,091,085 
over 1925 and of $9,434,553 over 1924. The two large roads 
showed continued improvement over last year. Their weekly 
reports of estimated revenues to June 14 show an increase in 
gross revenues of $21,858,000 over 1925 and $4,464,000 over 1924. 

The Canadian National Railways’ gross revenues were 
$1,745,630, or 11.9 per cent greater than for April, 1925, and the 
increase in expenses was held to $554,967, or 3.9 per cent, pro- 
ducing an increase in net operating revenues of $1,190,663. Com- 
pared with April, 1924, the increase in gross recenpts was only 
$326,938, but in net operating revenues it was $997,900. Freight 
traffic was heavier than last year by 7.9 per cent and passenger 
traffic was heavier by 20.2 per cent. There was a slight de- 
crease in the revenue tons per train, but an increase in the 
average revenue per ton mile increased the revenue per train 
mile from $5.25 to $5.32. Revenues per passenger train mile also 
increased from $2.29 to $2.48 through an increase of. 9.8 in the 
average number of passengers per train, the average receipts 
per passenger mile declining from 2.573 cents to 2.452 cents. 

The lines in the United States showed an increase in net 
revenues of $106,135, expenses being slightly decreased and 
gross revenues increased. 

For the four months, January-April, net revenues of the 
Canadian lines were greater than in 1925 by $4,980,725 and the 
while system, including the lines in the United States, showed 
an increase of $5,914,435. 

Canadian Pacific Railway gross revenues amounted to $13,- 
731,854, an increase over 1925 of $1,329,724 and over 1924 of 
$249,797. Net revenues were $795,529 greater than in 1925 and 
$624,893 greater than in 1924. 


Although the total freight traffic increased 10.6 per cent 
over that of April, 1925, and passenger traffic increased 9.8 per 
cent, transportation expenses were increased only 2.6 per cent. 


Maintenance of way and structures was increased by $73,569 
and maintenance of equipment by $303,923. 


Passenger traffic showed an increase of 6.1 passengers per 
train and the revenues were increased 11 cents per train mile. 
The average revenues per ton mile were increased .102 cent, 


but the average receipts per passenger mile were reduced by 
-146 cent. 


Net operating revenues for the first four months were 


greater in 1926 than in 1925 by $3,676,890 and greater than in 
1924 by $3,180,441. 


CANADIAN RATE HEARING 


At the hearing on freight rates in Regina, J. C. Robertson, 
provincial live stock commissioner of Saskatchewan, said that, 
since the purchasing value of Canadian live stock was lower 
now than in 1913, the railway companies might well consent 
to carry this class of freight even at a loss for a few years to 
enable the industry to get on its feet. He urged that, in view of 
the slump in the live stock industry in western Canada in re- 
cent years, the railway companies should be sufficiently far- 
sighted and broad-minded to sacrifice present profits on this 
type of freight for a few years in order to insure ‘the good of 
the industry, the good of the province, and the good of the 
railways themselves,” 

Mr. Robertson was cross-examined by E. P. Flintoft, for 
the C. P. R., who quoted figures from the publications of the 
Department of ‘Agriculture to show that last year was the most 
profitable to the live stock industry of any year since the war, 
whereupon Commissioner Vien pointed out that what the Board 
of Railway Commissioners wanted was honest expression of 
views on the situation and not exaggerated opinion. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian National for the period ended June 
30 were $6,961,138, as compared with $5,935,462 for the same 
period last year, an increase of $1,025,676. Earnings of the 


Canadian Pacific for the same period were $4,754,000, an increase 
of $556,000. 


CANADIAN SURCHARGE 


The rate of exchange for the period from July 1 to 15 will 
be one-twelfth of one per cent. There will be no surcharge 
on international freight or passenger business. 
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GRAIN REDUCTION ROW 


The Trafic World Washington B uregy 


The Minneapolis & St. Louis, by means of supplement 6 tg 
its I. C. C. B-544, bearing July 10 as its effective date, threw q 
rock of considerable size into the mid-western grain rate struc. 
ture. It proposed to cut the proportional rate of 11 cents op | 
grain from Minneapolis to Peoria to 8 cents. That would cut 
the all-rail rate from Missouri river markets, via Minneapolis, 
with transit at that point, and Peoria to New York from 59 to 5¢ © 
cents. i 

Executives of the Burlington, Milwaukee, North Western, 
Rock Island and Soo Line protested against the proposed cut 
and asked for suspension. Usually protests and requests for 
suspension are signed by traffic managers or traffic vice presi- 
dents. In this instance, however, the presidents of the roads, 
including Receiver Byram of the Milwaukee, signed the request 
for suspension, the danger to the rate structure seeming, to 
them, so great, especially in view of the fact that, in Ex Parte 
87, they are asking the Commission for an increase in their 
rates, as to warrant action by them. 

Defense of the proposal was filed with the Commission by 
the proposing line, by Representative Newton, of Minnesota, who 
represents the Minneapolis district in the House, the Pillsbury 
Flour Mills Company and the Minneapolis Traffic Association, 
of which F. B. Townsend, formerly chief traffic officer of the 
Minneapolis & St. Louis, is the head. 

Shipper protestants against the proposal were the South- 
western Millers’ League, the Kansas City Board of Trade and 
the Kansas City Millers’ club. 

In the support of the proposed reduction Mr. Townsend said 
the receivers and millers of grain at Minneapolis were vitally 
interested in the proposed rate because they received a large 
amount of grain from the southwest and that the probabilities 
were that this year they would have to use more than ever 
because the prospects were for a relatively short crop in the 
northwest and a relatively large one in the southwest. He also 
pointed out that when the line-haul rate between Minneapolis 
and Peoria was reduced, several years ago, there was no corre- 
sponding reduction in the proportional. 

The northwestern railroads contended that the main effect 
of the proposal would be to cut rates from North Dakota and 
take tonnage from them. The southwestern protestants also 
made that point but the advocates of the reduction retorted that 
southwestern grain that came to Minneapolis now did not go to 
the protesting lines but went east via Duluth, so that they were 
really not interested in the grain beyond Minneapolis. 

Much of the material for and against the proposal consisted 
of calculations intended to show that the compensation for the 
haul would be relatively good or that it was too low to be 
regarded as coming within the pale of reasonable rates. The 
disputants referred to the haul between Minneapolis and Peoria 
as out-of-line, although over some routes there would be only a 
relatively small amount of actual out-of-line haul, if any. 


INCREASED PIPE MINIMUM 
The Trafic World Washington Bureau 


Railroads of the Central Freight Association have renewed 
their efforts to establish a higher minimum weight on wrought 
iron pipe, rough tubing and seamless tubing. By means of 
supplement 2 to Jones’ I. C. C. No. 1762 they have proposed, 
effective August 1, to increase the carload minimum from 
36,000 to 46,000 pounds. Establishment of that minmum would 
restore it to the figure at which it stood prior to September 
20, 1924. 

At the time this was written the Commission had re- 
ceived a number of inquiries as to the significance of the 
change or to confirm rumors heard by the inquirers that such 
a change was proposed. W. D. Sullivan, of the traffic depart- 
ment of the Babcock & Wilcox Tube Co., however, had filed a 
formal protest, the forerunner, as men handling suspension 
matters thought, of other objections to the proposal. 

“The agitation for the increased minimum” says his pro- 
test, “is advoctaed by some of the larger jobbers and manu- 
facturers of wrought iron pipe and it would appear that there 
is a concerted effort on the part of these interests to hamper 
and restrict the business of these smaller competitors, To 
establish this increase can have but one effect—that of giving 
an unfair advantage to those who originally proposed it.” Mr. 
Sullivan protested the increase on the grounds of unreason- 
ableness and unjust discrimination. : 

In explanation of the proposed increase the tariff agent 
of the railroads said there was no physical reason for not es- 
tablishing a minimum of 46,000 pounds. He said the larger 
shippers averaged a loading of 82,000 pounds and would not 
be handicapped by a minimum of 46,000 pounds. 

From 1920 to 1924 the railroads tried to maintain minima 
on wrought pipe and boiler tubes of 46,000 and 36,000 pounds, 
respectively, but in August, 1924, they gave up and made the 
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minimum on both 36,000 pounds. The railroads, in their ex- 
planation of the proposal to increase the weight on pipe, said 
that shippers of pipe took advantage of the fact that there was 
a lower minimum on boiler tubes than on pipe and shipped on 
the lower minimum wuaterial which they thought was not en- 
titled to move at the rating intended to cover boiler tubes. 

As indicated in Mr. Sullivan’s protest, the question is likely 
to be more of commercial necessity than of physical ability to 
load the minimum. He said that the higher minimum would 
give an unfair advantage to larger jobbers and manufacturers 
and that it seemed they were seeking the establishment of 
the higher minimum with a view to hampering and restricting 
the business of their smaller competitors. The Commission is 
frequently faced with the necessity of pondering on how much 
weight to give to commercial necessity in the fixing of minima. 
It has often dealt with the subject by saying that it deemed 


the commercial necessity did or did not require a specified 
minimum. 


LUMBER SHIPMENTS 


On account of the holiday July 4, reports to the National 
Lumber Manufacturers’ Association were incomplete for the 
week ended July 3. Only 354 softwood, and 101 hardwood, mills 
reported. Data from 339 comparably reporting softwood mills 
apparently showed that there was little relative change in total 
production, shipments and new business, when compared with 
reports from 393 mills for the week earilier. In comparison 
with reports for the same period last year, when forty-four 
more mills reported, there was, nevertheless, an absolute in- 
crease in new business. The hardwood operations showed de- 
creases in all three items, when compared with reports for the 
previous week, when forty-nine more mills reported, which, 
again, was no doubt chargeable to incomplete returns due to 
the holiday situation. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of eight regional 
associations, for the three weeks indicated: 


Preceding 
Corresponding Week 1926 
Past Week Week, 1925 (Revised) 

NN iad hcncae Gabad ee Owed ceeded 339 383 393 
EL.» Veaacecduatwe-« hea 227,702,736 256,049,940 282,613,237 
ST ere 237,959,705 250,358,104 277,915,603 
Orders (new business)...... 234,202,386 232,234,211 276,579,727 


The following revised figures compare the softwood lumber 
movement of the same eight regional associations for the first 
twenty-six weeks of 1926 with the same period of 1925: 


Production Shipments Orders 
Oe SERA. eee Sa ere 6,891,855,179 7,044,698,799 7,010,906,651 
a Se eee eee ee 6,615,472,057 6,652,498,215 6,438,348, 460 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended July 3 totaled 21,506 cars, as compared with 20,611 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 264 cars; cabbage, 356 cars; asparagus, 15 cars; canta- 
loupes, 1,353 cars; celery, 110 cars; cherries, 133 cars; cucumbers, 627 
cars; eggplant, 3 cars; grapefruit, 23 cars; imports, 15 cars; grapes, 
115 cars; green peas, 21 cars; lemons, 327 cars; lettuce, 340 cars; mis- 
cellaneous melons, 360 cars; mixed citrus fruit, 60 cars; mixed decidu- 
ous fruit, 224 cars; mixed vegetables, 501 cars; onions, 256 cars; 
oranges, 673 cars; peaches, 1,293 cars; pears, 726 cars; peppers, 111 
cars; imports, 1 car; plums and prunes, 353 cars; strawberries, 139 
ears; string beans, 132 cars; sweet potatoes, 6 cars; tomatoes, 1,580 
cars; watermelons, 5,459 cars; potatoes, 1926 crop, 5,799 cars; potatoes, 
1925 crop, 147 cars; imports, 5 cars. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
15-22, inclusive, was 270,162, an increase of 1,384 cars as com- 
pared with the preceding period, while the average daily short- 
age consisted of 2 gondola and 1 hopper cars, according to the 
car service division of the American Railway Association. The 
surplus was made up as follows: 


Box, 128,997; ventilated box, 4,002; auto and furniture, 15,773; total 
box, 148,775; flat, 3,267; gondola, 41,256; hopper, 35,338; total, coal, 
76,594: core, 2,014; S. D. stock, 19,909; D. D. Stock, 3,538; refrigerator, 
14,668 ta..<, 221; miscellaneous, 1,176; total, 270,162. 


Canadian roads reported a surplus of 20,100 box, 190 flat, 
1,350 S. D. stock, 700 refrigerator and 307 miscellaneous cars. 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury that the Atlanta, Birmingham & Atlantic is entitled to $13,- 
453.51 to make good its guaranty under section 209. The total 
amount found due to the carrier on account of the guaranty 
section was $1,217,453.51, but advances and partial payments 
have reduced the amount still due to the figure first mentioned. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal ent, 
wil] give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long i 


and wide knowledge will answer questions to practical traffic 
panies: We do not desire to take the place of traffic man but to 
Ip him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 






Transit Privileges—Application of 


Wisconsin.—Question: We make carload shipments of feed 
from Milwaukee to Philadelphia via the Pennsylvania Railroad 
and cars are placed in storage at Philadelphia and then rebilled 
from there to their final destination. At Milwaukee the ship. 
ments are handled under Jones’ Transit Tariff ICC 1076, and the 
rates are named in Jones’ ICC 1373. The cars consist almost 
entirely of grain products. A small percentage being grain by- 
products. 

Under our transit rules in Jones’ ICC 1076, the grain prod. 
uct rate is applicable on the grain product portion and the by- 
product rate which is 2c higher, is applicable on the by-product 
portion. When cars are rebilled from Philadelphia to final des. 
tination, the Pennsylvania Railroad insists that the by-product 
rate is applicable on the entire car as per their transit tariff ICC 
13958, rule No. 7. 

We have been compelled to pay the by-product rate on all 
of our recent shipments, but are withholding payment of some 
shipments made several years ago and they are insistent that 
we pay numerous balance due bills. 

Will you please advise your interpretation? 

Answer:—Agent Jones’ Transit Tariff ICC No. 1076, in ad- 
dition to providing for the milling, mixing and malting of grain 
products, in Rule 1 provides for the storage of grain and grain 
products at Philadelphia. 

Under the provisions of Rule 7-A, so far as grain or grain 
products milled, mixed or malted is concerned, if the shipment 
from the transit point consists of differently rated commodities 
and one inbound freight bill is tendered as an offset, the rate 
on the highest rated commodity contained in the outbound car 
will apply through from point of origin or rate basing point to 
ultimate destination on the entire shipment. If, however, the 
shipment from transit point consists of differently rated com- 
modities, and representative inbound freight bills are surren- 
dered as an offset against such commodities, the carload rate 
on each commodity comprising such shipment will apply 
through from point of origin or rate basing point to ultimate 
destination. 

Under the provisions of Rule 7 (a), the manner in which 
inbound freight bills are surrendered at transit point deter- 
mines the through rate to be applied on the shipment from 
origin to destination. 

With respect to shipments of grain and grain products 
stored at Philadelphia, it should be observed that the privilege 
is applicable only on straight carloads unloaded at Philadelphia 
and reshipped therefrom in straight carloads. 

It seems apparent, therefore, that there is no transit 
privilege under this tariff on such a shipment as that described 
in your letter. 

Tariff Interpretation—Classification Rules—Package or Pieces 


Subject to Minimum Charge L. C. L., per Rule 12, 
Section 4 of Classification 


New York.—Question: Referring to your answer to “New 
Jersey” on page 1504 of the Traffic World of May 29th: 


You apparently base your opinion that brass castings do 
not come within the purview of Rule 12, Section 4, on the 
clause: “No provision being made for packages or pieces 
weighing less than the specified minimum.” You point out 
that if the castings are in packages, they are provided for. 
I do not think you have placed the proper construction on this 
clause, although it may be a literal one. Considering, how- 
ever, the entire rule, as well as the description on page 25 of 
Supplement 24, I think that the rule should be interpreted as 
covering pieces or packages, of less than the specified individ- 
ual minimum weight, which are not provided for in the form 
offered for transportation. Loose brass castings, weighing 
each less than 50 pounds, are not provided for on page 25 of 
Supplement 24, and in accordance with Rule 12, a shipment of 
such castings should be charged the same freight as a ship- 
ment of the same number of 50 pound castings. It is true, 
as you point out, they are provided for when in packages but 
I do not think any strained construction of the rule is neces- 
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One of the government freighters showing cargo handling facilities wean 
designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight service 


An American Line operated for American shippers 
over the shortest, fastest route to the Orient. 


For Shanghai and Hankow 
S$; Bi WET Te eR AN July 24 


For Yokohama, Shanghai, Tsingkao, 
Dairen and Taku Bar 
Seite MEE os oe ancanisacennea July 31 


For Yokohama, Osaka, Amoy, Manila, 
Ilo Ilo, Cebu, Sandakan, 
Zanboanga and Davao 
S.S. CITY OF SPOKANE ......... July 31 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
icago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 

New York—32 Broadway, Phone Hanover 7394 
Boston—177 State Street 

Philadelphia—101 Bourse Building 
Detroit—1714 Dime Bank Building 

San Francisco—Robert Dollar Building 

Los Angeles—626 South Spring Street 

Portland—101 Third Street, Corner Stark 

Seattle—Fourth at University 












L. L. BATES, General Freight Agent, Seattle, Wash. 
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Oriental Mail Line 


Operated for 


United States Shipping Board 
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About Shipping Guides! 


Any one of the shipping guides 
published is better than nothing! 


A man who had never used any shipping 


guide would be greatly pleased at the time 


and money saved by the use of one. 


What YOU want to know, however, is 
which is THE BEST, and that can be deter- 
mined only by knowing what people who have 


USED ALL THE GUIDES published say. 


Fortunately, we are able to give you that 
information. 


THE ESTERBROOK STEEL PEN 
MANUFACTURING COMPANY, a con- 
cern shipping their goods to every place in the 
United States and Canada—in fact almost all 
over the world, have, of course, a completely 
equipped traffic department. Read what 
they say about 


LEONARD’S GUIDE FOR SHIPPERS 


“Camden, N. J., Dec. 30, 1925. 

“This rate book is the third type we 
have used, and THE OTHER TWO 
CANNOT BE COMPARED TO 
YOURS for accuracy, simplicity, de- 
pendability, and that one essential— 
speed, and the care of keeping the 
guide up to the minute.’ 


We only publish one type of guide. 
It is all there—FREIGHT, PARCEL POST 
and EXPRESS, RATES and ROUTING. 
No other one book contains all this infor- 
mation. 


Before you subscribe to any shipping 
guide, send to our New York or Chicago 
office for sample sheets, so that you can 
judge for yourselves. 


Investigation may save you disap- 
pointment. 


G. R. LEONARD & CO., Inc. 


155 North Clark Street 15 East 26th Street 
CHICAGO NEW YORK 
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sary to say that the clause quoted above, on which you rely for 
your opinion, means that the rule is to apply when no provision 
is made for the article in pieces or packages as offered for 
transportation. 

If your construction of the rule is to be accepted, it would 
not serve its purpose in fixing a basis for determining the 
charges on loose pieces of freight of less individual weights 
than the minima provided for in the description, for the rea- 
son that there is no article in the classification that is not 
covered, regardless of how small the pieces are, if shipped in 
packages. Under your interpretation, it would never be used 
in determining the amount of freight charges on loose pieces 
of freight. 

Will you please give the question further consideration 
and advise? 

Answer: While we can locate no case which construes 
the application of Rule 12, Section 4 thereof, we are still of 
the opinion that the construction which we have placed upon 
it in our answer to which you refer, is the correct one. 

In Item 1, page 25 of Supplement 4 to Consolidated 
Freight Classification No. 4, a rating is provided on copper, 
brass or bronze castings N. O. I. B. N. weighing less than 50 
pounds, when in bags, barrels or boxes, no provision being 
made for the shipment of these castings weighing less than 
50 pounds when shipped loose. 

In Rule 5 it is provided that if goods are not packed in 
accordance with the classification requirements they shall be 
refused but provides a basis to apply in the event goods come 
into possession of the carrier in a form other than that speci- 
fied in the classification. However, under Rule 5 a shipper 
cannot insist upon the carrier accepting goods, unless the 
packing requirements of the classification are complied with. 
In other words, Rule 5 merely provides a rate basis where the 
carrier inadvertently accepts goods not packed according to 
the classification requirements but does not provide a rate 
basis supplementary to the ratings provided for in the classi- 
fication on pages 50 and 471, as amended, to which a shipper 
is entitled. 

We note the statement in the last paragraph of your let- 
ter that there is no article in the classifictaion that is not 
covered regardless of how small the pieces are when shipped 
in packages. We direct your attention to rating carried in 
Item 13, page 65 of the classification, on aluminum castings 
N. O. I. B. N. You will observe that no rating is provided in 
this item on aluminum castings weighing less than 15 pounds, 
when in less than carload lots. It seems proper, therefore, 
to apply the provisions of Section 4 of Rule 12 of the classi- 
fication in determining the rating to apply on aluminum Cast- 
ings N. O. I. B. N., weighing less than 15 pounds. 

While, no doubt, there are only a few instances in which 
Section 4 of Rule 12 of the classification could operate under 
the construction which we have placed upon the provisions 
thereof, it is our opinion that the provisions of Section 4 of 
Rule 12 were not designed to defeat the purpose of Rule 5 of 
the classification, under which rule a penalty is imposed for 
the shipper’s failure to observe the requirements of the classi- 
fication rules, which result would follow were the provisions 


of Section 4 of Rule 12 to be applied in the manner you have 
suggested. 


It is possible that at one time the provisions of Section 
4 of Rule 12 were operative in a good many instances, but that 
due to the revision of the classification descriptions it does 
not apply in many instances at the present time. However, in 
any event, we are of the opinion that where a shipment is sub- 
ject to the provisions of Rule 5 the provisions of Section 4 of 
Rule 12 are inoperative. 

Tarriff Interpretation—Definition of Term “Structural Iron” 

Illinois —Question: Will you kindly refer to B. T. Jones’ 
tariff 508-M, ICC A—1604, Item 205? The caption of this item 
is “Iron or Iron articles, viz:.” Among the articles listed un- 
der the caption is the word structural. 


Is this term restricted to apply on structural iron such as 
channels and beams? Might the word structural be inter- 
preted to cover all iron and steel articles used in structural 
work, for example an expanded metal lath, which is used in 
building construction in place of a wood lath? 

Answer: We can locate no opinion of the Commission in 
which the term “structural iron” has -been defined. In the 
consolidated classification expanded metal lathing or ribbing 
is carried under the heading ‘Iron or Steel’; likewise tees and 
zees, channels and beams, etc., are carried under this general 
heading, so that there is no basis for the application of the 
principle of the Commission’s ruling in the Grosjean case, 89 
I. C. C. 395, under which case the application of a commodity 
rate is to be determined in the light of the classification rat- 
ings, the classification ratings serving as a guide in the deter- 
mination of what articles fall within the description of the 
commodity item. 

In this connection, see Herbert & Sons v. N. & W., 87 
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I. C. C. 139. In this case the Commission has given a tern 
used in a commodity item the meaning which is accorded thi 
term in trade circles. If, in trade circles, expanded metg 
lathing or ribbing is known as structural iron, the Commissio, 
would, in all probabilty, hold that the commodity rate to whic 
you refer is applicable on this article. 

Tariff Interpretation—Application of Transit Tariff 

New York.—Question: Carload shipments from points 
west of Buffalo to Albany, N. Y. for storage in transit arriye 
at Albany via the D. & H. Some shipments from Albany, cop. 
sisting of both “transit” and “non-transit” freight, are for. 
warded to Boston via the B. & A. D. & H. Tariff ICC 1377; 
provides that “non-transit” freight from the transit point shal] 
be subject to the carload rate from the transit point to des. 
tination. The B. & A. applies less than carload rates and re 
fuses to protect the provisions of the transit tariff claiming 
that it does not apply to local shipments on their line. 

Any information you can give us will be very much appre. 
ciated. 

Answer: It is our opinion that the tariff to which you re. 
fer is not applicable on shipments forwarded from the junction 
point via the B. & A. unless the shipments are delivered to 
the D. & H. for switch movement to the B. & A. Our opinion 
is based upon the provisions of Rule 15, which reads as follows: 


When the traffic is forwarded from transit point, shipper or 
operator of the storage house will be required to present to the 
agent of the D. & H. Co. its inbound legally representative freight 
(expense) bills, with guroeing. directions in duplicate, bearing or ac- 
companied by shipper’s certificate in the following form: 

Tender is hereby made to The Delaware and Hudson Company of 
its freight (expense) bills as listed on reverse side for the purpose 
of securing reshipping Poo and transit rate on the Condensed or 
Evaported Milk covered thereby, and which............ further declare 


to be the freight (expense) bill legally representative of the property 
offered for reshipment. 


This tender is made with guarantee on............ part of such 
privilege may be granted in conformity with the rules of the Dela- 
ware and Hundson Company, as published in The Delaware and 
Hudson Company I. C. C. No. 13775, P. S. C.-N. Y. No. 3971, P. §. 
C.-Pa. No. 621, and supplements thereto or superseding issues there- 
of, which have been read and with which is familiar. 


COPPER HEHEHE HEHE HEHEHE HEHEHE HEHEHE EEE EES 


(Signature of Shipper). 


This item, you will observe, provides for tender to the D. 
& H. of the freight bills for movement from the transit point. 
See, in this connection, the Commission’s opinion in Lee-Pen- 
dergrass Cotton Co. v. Director General, 68 I. C. C. 637. 
Tariff Interpretation—Application of Classification Exceptions 

Wisconsin.—Queston: Please advse the following inter- 
pretations of Jones’ Tariff 130—P, I. C. C. No. 1594, Item 725, 
which provides a third class rating to Menominee, Michigan, 
and other points specified in this item from points in Indiana. 
While tariff No. 130-P does not refer to ICC 938 Jones’ publica- 
tion it appears to us that Marinette is an intermediate point 
and is taking Menominee basis as per Jones’ tariff ICC 938. 
That the third class rating could be applied to Marinette the 
same as Menominee, Michigan, as specified in the above item. 

Please advise if we are correct as to our interpretation 
in regard to this item, also please advise any cases that may 
have come up before the Commission regarding same. 


Answer: In our opinion there is no basis for the applica- 
tion of the third class rating provided in Item 725 of Agent 
Jones’ Tariff 130-P, I. C. C. No. 1594, to Marinette, Wis. 

The application of Item 725 is, in our opinion, limited to 
traffic moving from and to the points specifically named therein. 


Limitation of Actions 


Pennsylvania.—Question: In 1919, under the U. S. Railroad 
Administration, a dealer in New York purchased paper napkins 
from a manufacturer in Pennsylvania and requested the manu- 
facturer to ship the napkins to a point in Texas, which was 
done and the bill of lading was signed by the manufacturer as 
consignor or shipper. 

The agent of the carrier billed the shipment to St. Louis 
and assessed charges covering to St. Louis only. The through 
billing was made at St. Louis to destination but no other charges 
were placed on the way bill to cover from St. Louis to destin- 
ation, therefore upon delivery of the shipment to consignee, 
charges from point of origin to St. Louis were collected, leav- 
ing an undercharge on shipment. 

The U. S. Railroad Administration in 1926, tried to collect 
these undercharges from the consignee, who refused to pay 
them, then the shipper was presented with the bill and has paid 
same. As I mentioned, the shipper was not the owner of the 
goods and only shipper by proxy. 

Is there any way the manufacturer or shipper can overcome 
the six year statute of limitations on a contractual obligation and 
get the amount of undercharges from the dealer in New York 
who requested the shipment to be made? 


Answer: When the statutory period of limitation has run, 
this constitutes a defense, when pleaded, to an action brought 
against the debtor. Therefore, unless that party fails to plead 
the statutory period of limitation, waives the same, makes 3 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Fellowing: 


1—Released Rate Orders 

2—Fourth Section Applications 

8—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C. 
8—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Seuthwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26-—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
$1—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
85—National Diversion and Reconsignment Dockets 
36—Embarz9 Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

89—Address of Roads Filing First Tarif with I. C. C. 
40—Adoption Notices 


Samples and full information free on reques# 


The Traffic Service Corporation 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 





















A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informa) 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 






























A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 

tentative reports of the Interstate Commerce 

Commission and similar documents. 


An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 
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which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, I. 
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new promise of acknowledgment or makes part payment, there 
exists no means of recovery. 

With respect to the liability of the party signing the bill 
of lading as shipper, see N. Y. C. R. Co. v. Singer Mfg. Co., 
31 Atl. 111. 

Reconsigning—Stopping in Transit 

Pennsylvania.—Question: We refer to the Pennsylvania 
Railroad Reconsigning and Diversion Tariff; G. O.-ICC No. 14262; 
Rule No. 8.—Stopping in Transit. 

We billed a car of oil from Clarendon, Pa., to Lydonville, 
Vt., and after car had moved forward, we instructed the Penn- 
sylvania Railroad to hold the car for further orders. Car was 
intercepted and held at Northumberland Yard, and later allowed 
to go forward as originally billed. The Pennsylvania have as- 
sessed us a stopping charge of $2.70 and a reconsigning charge 
of $6.30, the former charge being covered by Section (A) of 
Rule 8, and the latter charge by Rule 10 of the above traiff, plus 
demurrage charges. 

Section (c) of Rule 8 reads as follows: 


If a car is stopped or held by this line (meaning Pennsylvania) 
(except as provided in sections a and b of this rule) for the purpose 
of obtaining diversion or reconsignment orders at any point inter- 
mediate to the destination to which the car is consigned, no charge 
will be made for the stop, but the point at which car is stopped or 
held will be considered as the destination of the car and any di- 
version or reconsignment effected at the request of consignor, con- 
signee or owner will be made under the provisions of Rule, 10, 11, 
12 and/or 13, as the case may be, except that if the consignor, con- 
signee or owner requests that the car be forwarded over the same 
route and to the same destination as originally billed, and it is 
actually so reforwarded, such reforwarding will not be considered 
as a diversion or reconsignment under these rules. 


In view of the fact that the case which we cite, was allowed 
to go forward as originally billed, to the original destination, we 
would like your opinion as to whether or not you think the 
charge of $6.30 is a proper one. 

Answer: Under the wording of Section C of Rule 8 of the 
tariff to which you refer, we see no reason why a reconsigning 
charge of $6.30 should be assessed on the shipment in question. 
This for the reason that the provisions of this section of Rule 
8 seem to cover a movement such as that in the instant case. 

Routing and Misrouting—Ratification of Carrier’s Routing 

Oklahoma.—Question: Please give your opinion of the 
liability of the carrier in a case where a shipper presents a 
bill of lading to the carrier’s agent for signature completely 
filled out in all respects according to the shipper’s intention, with 
complete routing shown, but junction points omitted; agent of 
the carrier signs bill of lading, inserts a junction point on bill 
of lading via which through rates do not apply and returns the 
document to the shipper without comment. It is our con- 
tention that this is an alteration not binding on the shipper be- 
cause not called to his attention, since he had completed the 
contract according to his intention and could not ratify any 
alteration by acceptance of the bill of lading without knowledge 
of the change. This insertion of the junction point shows plainly 
to be in the agent’s handwriting and was not initialed by either 
party. 

Answer: With respect to this question, see Crown Cork & 
Seal Co. vs. So. Pac., 102 I. C. C. 331; Unreported Opinion 2224, 
American Column & Lumber Co. vs. C. & O. R. Co., and Phoenix 
Refining Co. vs. A. T. & S. F., 66 I. C. C. 303. 

These* cases, while they do not cover facts entirely similar 
to the instant case, support the view that the shipper, by the 
acceptance of the bill of lading after the junction points had 
been inserted therein by the carrier’s agent, ratified the agent’s 
act and is bound thereby to the payment of the rate applicable 
through the junction points specified in the bill of lading. 

Bills of Lading—Alteration of 

Oklahoma.—Question: In Professor Wilson’s thirteenth ar- 
ticle on Industrial Traffic Administration appearing in the Traf- 
fic World of June 12th, 1926, under the subject dealing with 
the preparation of the bills of lading, the statement is made 
that alteration of a bill of lading is not permitted without the 
endorsement of both parties to the correction. Secion 10 of the 
bill of lading contract terms and conditions is to the effect that 
any alteration will be without force unless it carries a special 
notation by the agent of the issuing carrier, and we shall ap- 
preciate your giving us citations of any cases supporting the 
statement that the alteration requires endorsement of both par- 
ties. 

Answer: We locate no cases which deal specifically with 
the question of whether the signature of both the shipper and 
the carrier is essential to the validity of an alteration made 
therein after the original execution of the bill of lading. How- 
ever, see Section 13 of the Bills of Lading Act which reads: 

That any alteration, addition, or erasure in a bill after its issue 
without authority from the carrier issuing the same, wither in writ- 
ing or noted on the bill, shall be void, whatever be the nature and 
purpose of the change, and bill shall be enforceable according to 
its original tenor. 

See, in this connection. J. F. Twamley, Sons & Co. vs. Chi- 
cago-Great Western R. Co., 196 N. W. 319. 
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While the Bill of Lading Act makes no mention of the ne. 
essity for the endorsement of the shipper where a change js 
made in the bill of lading, under the Commission’s opinions gp 
far as the matter of routing is concerned, a shipper’s author. 
ization or consent to a change in the routing is essential See 
Stephen vs. Gerrard vs. Montpelier & Wells River Railroad, Up. 
reported Opinion No. A-993, in which case the Commission, op 
page 2, said: 


Defendants claim that the voluntary acceptance by complain- 
ants’ agent of the bill of lading as altered raises a conclusive pre. 
sumption, not only that he had knowledge of its contents, but that 
he acquiesced in its terms. The bill of lading was not received by 
the shippers’ agent until after the goods were delivered to the car. 
rier and accepted by it for transportation. The only contract which 
existed between the parties at the time the goods were accepted 
for shipment was represented by the bill of lading as originally 
executed by complainants’ agent. The change in routing was a ma- 
terial alteration of the contract, and it is not established of record 
that the complainants or their agent authorized such alteration. 


Sale of Goods for Freight Charges—Liability of Shipper for 
Amount Due in Excess of Proceeds of Sale 

Missouri.—Question: We would be pleased to have you 
advise us quoting full authority, with reference to collection of 
the deficit which accrued on a shipment of goods that had been 
sold by the carriers to realize the charges billed against same. 

For example, suppose the freight charges amounted to 
$250.00 and while on hand additional charges covering demur-. 
rage, storage, etc., in the amount of $150.00 had acrued, making 
a total of $400.00. The carriers in selling the goods were able 
to realize only $300.00, leaving a deficit in the account of $100.00, 
Now then has the carrier any right to demand collection of the 
$100.00 from the shipper? 

Answer: Where goods are sold by a carrier for freight 
charges in conformity with the law, the carrier may recover 
from the shipper or owner of the goods the amount of its 
freight and other transportation charges over and above the 
amount received as the proceeds from the sale of the goods. 
See Jelks vs. Philadelphia, etc., R. Co., 80 S. E. 216; Gilbert vs. 
C. & A., 194 Ill. App. 481; Beuley-Darst Coal Co. vs. Western, etc,, 
R. Co., 87 S. E. 702. 


Reconsignment—Application of Rule 5 of Reconsigning Tariff 

New York.—Question: In order to avoid misunderstanding, 
it seems desirable to point out that an apparent erroneous con- 
clusion is set forth in your answer to a Pennsylvania question 
on page 1614 of The Traffic World of June 12th, 1926. 

Car was shipped from A to B and reconsigned from B to C 
for team track delivery. At C, the consignee ordered car to 
be delivered to another party at the latter’s private siding. 
The answer states that the provisions of Reconsignment Rule 
5 are applicable, quoting the provisions thereof. 

Reconsignment Rule 5 was inapplicable at C, the final des- 
tination. Rule 5 deals with ‘a change in destination,” while 
the change at C merely constituted “a change in the name of 
consignee and a single change in or single addition to the 
designation of place of delivery at destination.” 


Since the transaction at C did not constitute a change in 
destination (the destination being C), the provisions of Rule 
5 were not involved. Paragraph (b) is an exception to Para- 
graph (a) of Rule 5, and it is clear that Paragraph (a) applies 
to a change in destination and not to a change in place of 
delivery at destination. 


In fact, Rule 5 (a) merely prohibits more than one change 
of destination on the basis of through rate from point of origin 
to final destination; while Paragraph (b) permits subsequent 
changes of destination at local rates from point of reforward- 
ing, plus a reconsignment charge of $6.30. 


Answer: We have endeavored to locate an opinion of the 
Commission dealing with a situation similar to that in the in- 
stant case but have not been able to locate one which is in 
point. The question is, as we see it, whether or not the pro- 
visions of Rule 5 or the provisions of Rule 13 govern. 

Had there been but one reconsignment of the shipment, as- 
suming for the present that the change made at C, necessitating 
a switch movement from the team track at that point to the 
industry track of Company W at that point, was a reconsign- 
ment, it seems clear that the provisions of Rule 13 would be 
applicable. See, in this connection, Rockford Lumber & Fuel 
Company vs. Director General, 60 I. C. C. 217, in which case the 
Commission distinguishes between a switching service under 
the provisions of Rule 13 and a reconsignment under Rule 11, 
Rule 13 applying to subsequent movements within the switch- 
ing limits after placement and Rule 11 to movements with the 
switching limits prior to placement. 

The quotation in paragraph 3 of your letter is from Rule 
11, which rule is not applicable in the instant case in that, as 
we understand, delivery was made in the first instance upon the 
team track at C. 

If the second movement at C was a reconsignment, involv- 
ing a change in destination, then it would seem apparent that 
provisions of Rule 5 must govern upon the ground that the pro- 
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The Okmulgee Transporta- 
tion Co., Okmulgee, Okla., 
put a GMC to work January 
1, 1924. During a period of 
2 years and 5 months it ran 
* 110,880 miles with the ° 
loss of only one day, 
running 18 hours a day, 7 
days a week, with stops 
averaging about 4 to a mile. 


That’s reliability. 
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These features insure unusual 


Reliability 





in GMC Trucks 


The ability of GMC Trucks to haul their 
loads, day after day and year after year, with 
a minimum loss of time is the direct result of 
General Motors great engineering and man- 


ufacturing facilities, plus years of experience 


in truck building. 


Improved wear-resisting, removable cylinder walls and 
positive high pressure lubrication to all bearing points in 
the engines; oversize transmission gears and shafts; over- 
size universal joints; oversize axles; pressed steel frames; 
springs of finer steel; electrical wires encased in wet-proof 
conduits;— 


These are but a few of the reasons for the uwzusual re- 
liability of General Motors Trucks. 





Pontiac, Michigan 


GMC 1, 1% and 2% ton trucks 

















Sold and Serviced Everywhere by Branches, Distributors and Dealers of 


GENERAL MOTORS TRUCK COMPANY 


A DIVISION OF YELLOW TRUCK AND COACH MANUFACTURING COMPANY 


GMC Big Brute 3 and 5 ton trucks» » > GMC-Big Brute 4 to-15 ton Tractor Trucks 
Yellow Cabs Yellow Coaches Yeliow Light Delivery Trucks Hertz DrivurselfCars 
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visions of Rule 5 apply in instances where more than one re- 
consignment involving a change in destination is had, while 
the provisions of Rule 13 govern in instances where only one 
reconsignment is had or rather where a switching service, as 
distinguished from a reconsignment, under the opinion of the 
Commission in Rockford Lumber & Fuel Co. vs. Director Gen- 
eral, 60 I. C. C. 247, is had. 


Judging by the Commission’s findings in the case last re- 
ferred to and its opinion in Lowry Lumber Company vs. Director 
General, 59 I. C. C. 758, it would seem to follow that the move- 
ment from the team track at C to the industry track of the 
W Company at that point was not a change in destination but 
a switching service performed under the provisions of Rule 13. 
To reach this conclusion, however, it is necessary to hold that 
Rule 13 is operative regardless of the number of reconsignments 
the shipment has had, but this seems to be warranted by the con- 
struction placed on Rule 11 by the Commission in the case of 
Sullivan Lumber Co vs. Director General, 78 I. C. C. 393, on 
page 395. 

Therefore, based upon the Commission’s opinion in Rock- 
ford Lumber Co. vs. Director General, 60 I. C. C. 217, construing 
Rule 13 of the Reconsigning Tariff and its opinion in Sullivan 
Lumber Co. vs. Diretcor General, 78 I. C. C. 393, construing the 
application of Rule 11, the conclusion seems to be warranted 
that the movement from the team track at C to the industry 
track at W Company at that point, was not a change of destin- 
ation within the meaning of Rule 5, notwithstanding the follow- 
ing language used by the Commission in Boston Chamber of 
Commerce vs. Director General, 59 I. C. C. 73: 


From the specific provisions of the reconsignment rule and of 
the demurrage code as above quoted, it is clear that changing the 
destination of a shipment held in break-up or hold yards to another 


point within the switching limits is a reconsignment and therefore 
subject to the provisions of both tariffs. 


Tariff Interpretation—Return Rate on Exhibits 

Missouri.—Question: A car of show cattle moving over a 
circuit of fairs arrived at Little Rock, Ark., from Muskogee, 
Okla., in October, 1925, and after being exhibited at the Fair 
at Little Rock, they were shipped to Shreveport, La., where 
half rate was applied. Carriers now claim that full tariff rate 
of 32% cwt. should have applied, as per S. W. L. Tariff 76-H, 
I. C. C. No. 1667. The tariff carrying the rate according to them 
is not subject to S. W. L. Classification Exceptions and Rules 
Cir. 2-V. We have moved stock all over the United States 
from one Fair to another in the past and have always secured 
the half rate on presentation of the certificate from the Secre- 
tary of the Fair. Boyd’s Tariff No. 145 shows the rules govern- 
ing the handling of exhibits for Expositions and Fairs. In this 
connection we wish to state that this same car of stock moved 
from Muskogee to Little Rock under S. W. L. Tariff 76-H, I. C. 
C. No. 1667, and half rate was applied. 
Will you please give us your opinion regarding this sub- 
ject? 

Answer: Agent Leland’s Exception 1-M, ICC 1674 and not 
Agent Leland’s Classification Exception and Rule Circular 2-V, 
1CC 1675, is applicable on traffic moving from Oklahoma points 
to Shreveport, La However, no reference is made in the tariff 
to which you refer, namely, Agent Leland’s tariff 76-H, ICC 1667, 
to the classification exception sheet, on the title page of which 
exception sheet, in connection with its application, he follow- 
ing clause is carried “and moving under tariff which are spe- 
cifically made subject hereto.” Therefore, authority for the basis 


of half rate on the shipment in question must be sought else- 
where. 


In C. F. A. territry rules governing the handling of exhibits 
for exposition and fairs are published in Agent Jones’ tariff 
360-A, ICC 1336, N. Y. C. tariff ICC 15001, publishing rates on 
live stock, makes no specific reference to Jones tariff 360-A. 
Inasmuch as rules are published in Agent Leland’s exception 
1-M, ICC 1674, governing the handling of exhibits for expositions 
and fairs, and this exception sheet is specifically referred to 
in the class and commodity tariff naming rates from Oklahoma 
points to Shreveport, La., it is suggested that this is sufficient 
to authorize the application of the basis named in the exception 
sheet on the shipment in question, regardless of the lack of 


cross reference in Agent Leland’s tariff 76-H, ICC 1667 to Agent 
Leland’s Exception 1-M, ICC 1674. 1 





Digest of New Complaints 


No. 18285. Sub. No. 1. The Cudahy Packing Co., Chicago, Ill., vs. 
St. Louis-San Francisco et al. 

Rates in violation of sections 1 and 3 of the act, on soap, 
soap powders, washing powders, and scouring and cleaning com- 
pounds, in straight or mixed carloads, from Chieago and South 
Omaha to points in Oklahoma, Arkansas, Texas, Louisiana, on 
and west of the west bank of the Mississippi river, in Missouri 
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on and south of the south bank of the Missouri river, to point 
in Kansas, on and south of the line of the Santa Fe through 
Dodge City, Great Bend, McPherson, Emporia and Ottawa June. 
tion. Asks rates for future and reparation. 

No. 18363. Sub. No. 1. Weigel Brothers Co., Dodge City, Kans., ys 
Santa Fe et al. 

Rates in violation of first four sections of the act, on automobiles 
from Detroit, Mich., to Dodge City, Kans. Asks reparation. 
No. 18402. W. J. Holliday & Co., Indianapolis, Ind., vs. Elgin, Joliet 

& Eastern et al. 

Rates and charges in violation of the first four sections of the 
act, on iron and steel articles from Chicago, Gary, Joliet ang 
Illinois and Indiana points within Chicago switching district to 
mo” Ind. Asks rates for the future, and reparation of 

No. 18403. San Angelo Cotton Oil Co. et al., San Angelo, Tex., ys, 
Arizona Eastern et al. 

Uneasonable rates on cottonseed from Safford, Ariz., to San 
Angelo, Tex. Asks reparation. 

No. 18404. D. & J. Sales Co., Dallas, Tex., vs. Fort Worth & Denver 
City et al. 

Unreasonable rates on canned fruits, vegetables and syrups 
from Altus, Okla., to Dallas and other Texas points. Asks rates 
for the future, and reparation. 

No. 18405. Interstate Cotton Oil Refining Co., Sherman, Tex., vs. ¢, 
B. & Q. et al. 

Unreasonable rates on cottonseed oil in tank cars and in pack- 
ages from points in Texas to points in California, Washington, 
Oregon and Colorado. Asks rates for the future, and reparation, 


No. 18406. The Inland Waterways Corporation, operating Mississippi- 
Warrior Service vs. Beaumont, Sour Lake & Western et al. 

Alleges that in accordance with the principles enunciated by 
the Commission in U. S. War Dept., etc., vs. Abilene & Southern 
et al., 77 I. C. C. 317, complainant has endeavored to establish 
with defendants a reasonable joint through route and a reasonable 
joint rail-and-water rate rail-barge-and-rail rate on crude sulphur 
over such joint through route from Gulf Hill, Tex., to East St. 
Louis, Ill., via Baton Rouge, La., and Cairo, Ill., but has been 
unable to reach any satisfactory adjustment of the matter with 
defendants and therefore presents the matter to the Commission 
by formal complaint. Asks order requiring defendants to estab- 
lish rates and routes. 

No. 18407. The Louisiana Farm Bureau Federation, Inc., et al., Baton 
Rouge, La., vs. Louisiana Ry. & Nav. Co. et al. 

Rates and charges in violation of section 1 of the act, on vege- 
tables from points in Louisiana to points in Missouri, Nebraska, 
Kansas and Minnesota. Asks rates for future and reparation. 

No. 18408. Knickerbocker Portland Cement Co., Inc., Albany, N. Y., 
vs. Boston & Albany et al. 

Alleges that service accorded by defendants to transportation of 
cement from complainant’s mill at Hudson, N. Y., to points in 
New York, Massachusetts, Rhode Island and Connecticut is un- 
just and unreasonable and that preference is accorded other 
traffic moving within the same territory. Asks just and rea- 
sonable routes and service. 

No. 18409. io Hauber Cooperage Co., Kansas City, Kans., vs. Santa 
Fe et al. 


Charges and minimum weights in violation of sections 1, 3 and 
4 of the act, on wooden slack barrels from Kansas City, Mo.-Kans., 
to — points. Asks minimum weights for future and rep- 
aration, 

No. 18410. Lehmaier, Schwartz & Co., Inc., New York, N. Y., vs. 
Seaboard et al. 

Rates and charges in violation of section 1, 2 and 3 of the act, 
on lead foil wrappers from Richmond, Va., to Durham, Reidsville 
and Winston-Salem, N. C. Asks rates for future and reparation. 

No. 18411. Charles Morrice and W. R. Kelly, doing business as Mor- 
rice & Kelly, Goshen, Ind., vs. N. Y. C. et al. 

Excessive and illegal charges on domestic coke from Youngs- 
town, O., to Goshen, Ind. Asks reparation. 

No. ~— The Keystone Steel & Wire Co., Peoria, Ill., vs. A. & V. 
et al. 

Rates in violation of sections 1, 2 and 3 of the act, on manu- 
factured iron and steel articles from South Bartonville (Peoria), 
Ill., to points in Arkansas, Louisiana, Missouri, Oklahoma and 
Texas. Asks rates for future and reparation. 

No. 18413. Indian Refining Co., Lawrenceville, Ill., vs. A. & V. et al. 
Rates in violation of first four sections of the act, on refined 

petroleum products from Lawrenceville, Ill., to points in Kentucky. 

Asks rates for future and reparation. 

18414. King Investment & Lumber Co., 
Pac. et al. 

Rates in violation of section 1 of the act, on magnesite stucco 
and magnesium chloride from Waukegan, IIll., to Pueblo, Colo. 
Asks rates for future and reparation. 
No. on a Jeffrey-Dewitt Insulator Co., Kenova, W. Va., vs. B. 

CC ak 

Rates in violation of first three sections of the act, on insulators 
from Kenova, W. Va., to destinations in eastern part of United 
States. Asks rates for future and reparation. 

No. wey & Sons Lumber Co., Inc., Philadelphia, Pa., vs. B. 
OC ah 

Rates in violation of sections 1 and 4 
lumber from Luceville, 
Buffalo. Asks reparation. 

No. 18417. Sinclair Refining Co., New York City, vs. Santa Fe et al. 

Rates in violation of sections 1, 3 and 6 of the act, on petroleum 
products from Casper and Laramie, Wyo., Houston, Tex., Cush- 
ing, Okla., and Coffeyville, Kans., to Alamosa, Center, Grand 
Junction and Montrose, Colo. Asks reparation. 

No. 18418. Manville Jenckes Co., Pawtucket, R. I, vs. A. C. & Y. et al. 

Rates, charges and classification in violation of section 1 of 
the act, on cotton tire fabric from Pawtucket, R. I., to points in 
Colorado, Illinois, Michigan, Nebraska and Ohio. Asks relief for 
future and reparation. 

No. 18419. Knoxville Glove Co. et al., Knoxville, Tenn., vs. Southern. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 

on cotton fabrics in the original piece, any quantity, including 
cotton denims, any quantity, from Carolina mills to Knoxville, 
Tenn. Asks rates for future and reparation. 

18420. Standard Battery Manufacturing Co., Ft. Worth, Tex., 
vs. Kansas City Southern et al. 

Rates in violation of section 1 of the act, on pig lead from 
Ontario, Okla., to, and dry red lead and dry litharge, from Joplin, 
Mo., to Fort Worth, Tex. Asks rates for future and reparation. 
No. 18421. Federated Metals Corporation, New York City, vs. Central 

of New Jersey et al. 

Unreasonable and discriminatory rates on copper and brass 
pigs, slabs, ingots, residues, and scrap, chrloads and less carloads, 
from points in Connecticut, Maine, Massachusetts, New Hamp- 
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July 10, 1926 


HAT PQ: 7 
Big Business 
is doing in NORFOLK 


ALF-way down the Atlantic 

Coast a great industrial city 
is stepping to the forefront as a 
center of world commerce. 


The Ford Motor Company and 
the International Cement Corpora- 
tion are just two of many great 
plants recently established at Nor- 
folk. These companies—and others 
like them, have found the Norfolk- 
Portsmouth area of Virginia an in- 
dustrial location that offers rare 
opportunities. 

Power—fuel—water are abundant 
at Norfolk and at lowest cost. 
Labor is high class and contented. 
Less than 5% of the population is of 
foreign birth. 


Because of a highly favored geo- 
graphical location Norfolk freight 
rates are low—both for raw ma- 
terials—and in the shipment of 
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finished products. Eight railway 
systems reach out to all parts of the 
country. 


By sea frequent sailings to and 
from all parts of the world bring in 
raw materials—cut down the cost of 
distribution for finished products. 


Norfolk’s abundant acreage pro- 
vides unexcelled plant sites at 
moderate cost. A million dollar re- 
volving fund is available to responsi- 
ble organizations for assistance in 
the financing of industrial sites and 
buildings. 

a a ok 

Our industrial engineers will be 
glad to discuss with you the prob- 
lems relating to your own industry. 
All inquiries held in confidence. Ad- 
dress the Norfolk-Portsmouth In- 
dustrial Commission—Dept. V, 

Chamber of Commerce, Norfolk, 


Va. 
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Tue Forp Motor Company PLant—recently established 
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Tue INTERNATIONAL 
CEMENT CorPoRATION 
—a representative of 
the giant industries that 
have located plants at 


Norfolk 





at Norfolk—capacity 90,000 cars a year 


NORFOLK- PORTSMOUTH 
Chamber of Commerce 
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shire, Rhode Island and Vermont to Newark, N. J. Asks rates for 
future and reparation. 
No. 18423. Northwestern Fruit Exchange, Wenatchee, Wash., vs. Erie. 
Unreasonable demurrage charges on six carloads of apples at 
Elmira, N. Y. Asks reparation. 
No. — Phillips Petroleum Co., Bartlesville, Okla., vs. C. B. & Q. 
et al. 
Excessive and unreasonable charges on shipments of new empty 
tank cars from Sharon, Pa., to Shidler, Okla. Asks reparation. 
No. 18425. The Shevlin-Hixon Co., Bend, Ore., vs. Oregon-Wash- 
ington R. R. & Nav. Co. et al. 
Unreasonable rate on box shook from Bend, Ore., to Port Arthur, 
Tex. Asks reparation. t 
No. 18442. Rates on common brick between points within the state 
of North Carolina. f 
This is an investigation instituted by the Commission on pe- 
tition of carriers averring that observance of order by North 
Carolina commission requiring establishment of rates on com- 
mon brick between points in North Carolina will cause and re- 
sult in unjust discrimination against interstate commerce, etc. 
No. 18443. Rates on common brick between points within the state 


of Georgia. 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


July 12—Pittsburgh, Pa.—Examiner Fleming: : 
18234—Armstrong Cork Co. vs. A. & W. Ry. et al. 
18233—Armstrong Cork Co. vs. A. C. & Y. Ry. et al. 

July 12—Kansas City, Mo.—Examiner Copenhafer: 


1. & S. No. 2653—Import iron and steel from Gulf ports to interstate 
destinations. 


* 1. and S. No. 2653—(ist supplemental order). : 
Import iron and steel from Gulf Ports to interstate destinations. 
July 12—St. Paul, Minn.—Examiner Harraman: 
18139—-The Carney Co. vs. A. A. R. R. et al. 
July 12—New York, N. Y—Examiner Cheseldine: 
18348—Star Co. vs. N. Y. C. R. R. et al. 
July 12—Chicago, Ill.—Examiner Fuller: 
16747—Sub. No. 2—Atwood Davis Sand Co. et al. vs. C. & N. W. 
R. R. of ah 
July 12—Shreveport, La.—Examiner Carney: 
l. & S. No. 2664—Iron and steel from Natchez and Vicksburg, Miss., 
to Shreveport, La. 
July 12—Nashville, Tenn.—Examiner McChord: 
18206—Cherokee Mills et al. vs. M. L. & T. R. R. and S. S. Co. et al. 
oy 12—Washington, D. C.—Examiner Kelley: 
inance No. 3908—Excess Income of St. Louis & O’Fallon Ry. Co. 
Finance No. 4026—Excess Income of Manufacturers’ Ry. Co. (fur- 
ther hearing). 
~~ 12—Boston, Mass.—Examiner Armes: 
18110—Plymouth Quarries vs. N. Y. N. H. & H. R. R. et al. 
July 12—Washington, D. C.—Examiner Way: 
Valuation No. 713—In re tentative valuation of the property of 
Montana, Wyoming & Southern R, R. Co. 
July 13—Fort Worth, Texas—Examiner Hall: 


. & S. No. 2678—Routing of grain from Colo., Kans., and Neb., to 
exas. 


1. & S. No. 2686—Petroleum and lumber from Mississippi Valley to 
Canada. 
July 13—Chicago, Ill.—Examiner Fuller: 
1. & S. No. 2649 (1st, 2nd, 3rd and 4th supplemental orders)—Crushed 
stone, sand and gravel within the Chicago Switching District. 
July 13—New York, N. Y.—Examiner Cheseldine: 
18280-—-Federated Metals Corp. vs. Penna. R. R. et al. 


July 13—Boston, Mass.—Examiner Armes: 
17984 (and Sub. Nos. 1 and 2)—Chadwick Coal Yard Co. et al. vs. 
H.Y.N. B&H. R. R. of al. 


18195 (and Sub. No. 1)—Waltham Coal Co. et al. vs. D. & H.. 
Co. et al. 


July 13—El Paso, Tex.—Examiner Koebel: 


17737—Smith-Wilson and Co. et al. vs. Santa Fe Ry. et al. 


(Further 
hearing). 


July 14—Kansas City, Mo.—Examiner Copenhafer: 


* |. and S. No. 2703—Terminal charges on export grain at Galveston, 
Houston and Texas City, Tex. 


July 14—Washington, D. C.—Examiner Boles: 
* Finance No. 5523—In the matter of application of Inland Water- 
ways Corporation for an order approving and authorizing the 


acquisition by it of the Warrior River Terminal Co. by the pur- 
chase of stock. 


July 14—St. Louis, Mo.—Examiner Kerwin: 

1. & S. No. 2675 and 1st supplemntal order—Grain and grain products 

Missouri River points to Arkansas. 
July 14—Argument at Washington, D. C.: 

1. & S. No. 2634—Refrigeration charges on vegetables from Louisi- 
ana and Mississippi. 

Finance No. 5454—Application of Francis R. Hart et al., as the 
reorganization committee on behalf of the A. B. & Coast R. R. 
for authority to acquire and operate the Atlanta, Birmingham & 
Atlantic Ry. and to issue securities. 

Finance No. 5470—Application of Atlantic Coast Line R. R. for 
authority to acquire control of the Atlanta, Birmingham & Coast 
R. R. by purchase of capital stock and to assume certain obli- 
gations. 

July 14—Ft. Worth, Tex.—Examiner Hall: 

1. & S. No. 2665—Petroleum oil and its products from Texas to 
Mississippi River Crossings. 

July 14—Boston, Mass.—Examiner Armes: 


18045 (and Sub. No. 1)—The Woodstock Lumber Co. et al. vs. 
B. & Ar. R. R, et al. 
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This is an investigation instituted by the Commission on De 
tition of carriers averring that observance of order by Georgi, 
commission requiring establishment of rates on common brick 
tween points in Georgia will cause and result in unjust discrimin,. 
tion against interstate commerce, etc. 

No. 18444. Rates on common brick between points within the State of 
Alabama. 

This is an investigation instituted by the Commission on pet. 
tion of carriers averring that observance of order by Alabany 
commission requiring establishment of rates on common brig 
between points in Alabama will cause and result in unjust dis. 
crimination against interstate commerce, etc. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas. 
ury, under section 204 of the transportation act, that $9,5043) 
is due the Quincy Railroad Company of California in reimburse. 
ment of the carrier’s deficit in the period of federal control, 
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July 14—New York, N. Y.—Examiner Cheseldine: 
12550—The Barrett Co. vs. Director General, as agent, the Penna, 
R. R. et al. (further hearing). 
July 15—Kansas City, Mo.—Examiner Copenhafer: 
15721—Moore-Lawless Grain Co., B. C. Moore, receiver, vs. Mo. Pac, 
R. R. and Director General, as agent. 
July 15—Argument at Washington, D. C.: 
1. & S. No. 2646—Milk & Cream between points in the northwest. 
Valuation No. 235—In re tentative valuation of the properties of the 
Virginian Ry. Co. and the Virginian Terminal Ry. Co. 
July 15—Houston, Tex.—Examiner Carney: 
ba Oil and Refining Co. vs. Cisco & Northeastern Ry, 
oO. et al. 
July 15—Washington, D. C.—Examiner Smith: 
18073—International Paper Company vs. A. & V. Ry. et al. 
ee Brown Paper Mill Co., Inc., et al. vs. V. S. & P. Ry. 
et al. 
se 15—Ft. Wayne, Ind.—Examiner Fleming: 
18181—Liberty Cooperage and Lumber Co. vs. Southern Ry. et al. 
July 16—Detroit, Mich.—Examiner Fuller: 
1. & S. No. 2690—Sand from Bay City, Wis., to Fordson, Minn. 
July 16—Florence, Ala.—Examiner McChord: 
17805—Colbert Limerock Asphalt Co. et al. vs. Ala. Cent. R. R. et al. 
“a Fourth Section Applications No. 1747, 3965, 2045, 2138 and 
July 16—Tuscon, Ariz.—Exmainer Koebel: 
17721—Tucson Wholesalers’ Assn. st al. vs. Santa Fe et al. 
July 16—Chicago, Ill.—Examiner Fleming: 
17806—J. R. Blair et al. vs. C. C. C. & St. L. Ry. et al. 
July 16—St. Louis, Mo.—Examiner Kerwin: 
1. & S. No. 2698—Brick from St. Louis, Mo., group to destinations 
in Kansas. 
July 16—Philadelphia, Pa.—Examiner Cheseldine: 
18262—Atlantic Oil Producing Co. vs. C. R. I. & P. Ry. et al. 
July 16—Boston, Mass.—Examiner Armes: 
18194—Boston Wool Trade Assn. (for and on behalf of its mem- 
bers and others) vs. A. & W. Ry. et al. 
July 16—Philadelphia, Pa.—Examiner Cheseldine: 
16932—E, I. DuPont de Nemours & Co. vs. B. & O. R. R. et al. 
July 16—Kansas City, Mo.—Examiner Copenhafer: 
18137—General Motors Truck Co. of K. C. vs. C. B. & Q. R. R. et al. 
July 16—Galveston, Tex.—Examiner Carney: 
18081—Imperial Sugar Co. vs. Sugar Land Ry. et al. 
18105—Imperial Sugar Co. vs. Internatl. Gt. Nor. R. R. et al. 
July 16—Argument at Washington, D. C.: 
16721—The C. R. R. of N. J. vs. N. Y. N. H. & H. R. R. et al. 
Finance No. 5217—Application of Asphalt Belt Ry. Co. for a certi- 
ficate of public convenience and necessity authorizing it to operate 
a line of railroad. 
July 17—Kansas City, Mo.—Examiner Copenhafer: 
Fourth Section Application No. 12851. 
July 17—Yakima, Wash.—Examiner Harraman: 
17634—Washington Nursery Co. vs. Sou. Pac. Co. et al. 
July 17—Chicago, Ill.—Examiner Fleming: 
ee Cheese and Farm Products Co. vs. 
y. Co. 
July 17—Argument at Washington, D. C.: 
18120—Salt Lake & Utah R. R. vs. Santa Fe et al. 
1. & S. No. 2458—Restrictions, routing on westbound transcontinental 
traffic via Salt Lake & Utah R. R. 
July 19—Washington, D. C.—Examiner Smith: 
* 1. & S. No. 2695—Brass, bronze and eopper ingots, pigs, scrap and 
related articles in Official Classification territory. 
July 19—Topeka, Kan.—Examiner Copenhafer: 


18086—The W. O. Anderson Commission Co. et al. 
Ry. et al. 


July 19—Philadelphia, Pa.—Examiner Cheseldine: 
18018 (and Sub. N2. 1)—C. G. Justice Co. et al. vs. A. B. & A. 
Ry. et al. 
July 19—Chicago, Ill.—Examiner Fleming: 
18267—Wisconsin Lime & Cement Co. vs. A. T. & S. F. Ry. et al. 


July 19—Phoenix, Ariz.—Examiner Koebel: 
17930—United Verde Copper Co. et al. vs. A. T. & S. F. Ry. et al. 


July 19—Columbus, Miss.—Examiner Davis: 

* Finance No. 5518—In the matter of the application of the St. Louis- 
San Francisco Ry. Co. under paragraphs (18) to (21), inclusive, 
Section 1 of the interstate commerce act for a certificate of pub- 
lic convenience and necessity authorizing the construction of a 
railroad between Aberdeen, Miss., and Kimbrough, Ala. 


Cc. & N. W. 


vs. A. & V. 
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And Your Vacation at Hand 


IT IS EASY 


Spend Your Vacation at Resorts 
IN THE MOUNTAINS OF 


Virginia and West Virginia, or the Seashore 


on the 


CO. 


Reached from all points by excellent 
through Pullman and dining car service 


Write to any of the undersigned for literature 


JNO. D. POTTS O. N. SPAIN 


Passenger Traffic Manager 
Richmond, Va. 


T. H. GURNEY 
General Passenger Agent 
Richmond, Va. 


Eastern Passenger Agent 
Washington, D. C., and 299 
Broadway, New York City 


F. E. LANDMEIER 
Western Passenger Agent 
St. Louis, Mo. 


GEO. COOMBS 
Asst. General Pass. Agent 
Cincinnati, O. 


R. E. PARSONS 
District Passenger Agent 
Louisville, Ky. 
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July 19—Washington, D. C.—Examiner Brinkley: 

Valuation No. 755—In re tentative valuation of the property of the 
Galveston Wharf Co. 

July 19—Argument at Washington, D. C.: : 

Finance No. 3134—In the matter of the application of the Texas 
Panhandle & Guif R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

Finance No. 4747—In the matter of the application of the Pecos & 
Northern Texas Ry. Co. for a certificate of public convenience 
and necessity authorizing it to construct-a branch line of rail- 
road. 

Finance No. 4756—In the matter of the application of the Pecos & 
Northern Texas Ry. Co. for a certificate of public convenience 
and necessity authorizing it to construct a branch line of railroad. 

Finance No. 4769—In the matter of the application of the Ft. Worth 
& Denver South Plains Ry. Co. for a certificate of public con- 
venience and necessity authorizing it to construct certain lines of 
railroad. 

Finance No. 4959—In the matter of the application of the Quanah 
Acme & Pacific Ry. Co. for a certificate of public convenience 
and necessity authorizing it to construct an extension of its ex- 
isting line of railroad. b 

* Finance No. 5372—Proposed extension by the Pecos & Northern 
Texas Ry. Co. 
July 19—Dallas, Tex.—Examiner Hall: 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 

18160 (and Sub. No. 1)—The Lone Star Gas Co. vs. A. T. & S. FL 
Ry. et al. 

July 19—Paris, Tex.—Examiner Carney: 
18075—-Rodgers-Wade Furniture Co. vs. A. C. & Y. Ry. et al. 
July 20—Bel¥% Fourche, S. D.—Board of Railroad Commissioners of 
South Dakota: ; 

Finance No. 5203—Application of Wyoming & Missouri River Ry. 

Co. for authority to abandon its railroad. 
July 20-—Philadelphia, Pa.—FExaminer Cheseldine: 

15770—Federal Match Corp. vs. Gt. Nor. Ry. Co. et al (further hear- 
ing). 

July 20—Philadelphia, Pa.—Examiner Cheseldine: 

Il. & S. No. 2687—Matches from Duluth, Minn., and Oshkosh, Wis., 
to Southwestern points. 

July 20—Chicago, Ill—Examiner Fleming: 

48237—Darling & Co. vs. N. Y. C. R. R. et al. 

July 20—Atlantic City, N. J.—Commissioner Hall and Assistant Chief 
Examiner Gerry: 

15007 (and Sub. No. 1)—Pittsburgh Coal Producers Assn. et al. vs. 
A. C. & I. Ry. et al. 

15423—-Northern West Virginia Coal Operators Association vs. B. & 
O. R.R. et al. (Further hearing.) 

July 20—Dallas, Tex.—Examiner Hall: 

17448—Peaslee-Gaulbert Co. vs. A. T. & S. F. 

July 20—Washington, D. C.—Examiner Walsh: 

Valuation No. 761—In re tentative valuation of the property of the 
Tennessee Railroad. 

July 20—Washington, D. C.—Examiner Macomber: 

Valuation No. 767—In re tentative valuation of the property of the 
Chestnut Ridge Ry. 

July 21—Washington, D. C.—Examiner Boyden: 

Valuation No. 754—In re tentative valuation of t ehproperty of the 
Pullman R. R. Co. 

July 2i—Dallas, Tex.—Examiner Hall: 
17612—The Apex Co. et al. vs. A. & V. Ry. et al. 
July 21—Chicago, Ill.—Examiner Fleming: 
18285—Swift & Co. vs. St. L.-S. F. Ry. et al. 
July 21—Birmingham, Ala.—Examiner McChord: 

1. & S. No. 2683—Slag from Birmingham Group pts. to Jacksonville, 
Fla., and beyond. 
18354—-Avondale Mills vs. G. H. & S. A. Ry. et al. 

~— 21—Washington, D. C.—Examiner Walter: 
aluation No. 764—In re tentative valuation of the property of the 
Chicago Short Line Ry. Co. 
July 21—McAlester, Okla.—Examiner Carney: 
18065—Quinton Spelter Co. vs. Ft. S. & W. Ry. 

July 21—Washington, D. C.—Examiner Conway: 
Valuation No. 765—In re tentative valuation of the property of Sa- 
Yannah Union Station Co. 

~~ 2%—Hutchinson, Kan.—Examiner Copenhafer: 

18191—-Grovier Starr Produce Co. vs. A. T. & S. F. Ry. et al. 

* 15831—Grovier-Starr, Produce Co. vs. C. R. I. & P. Ry. (further 
hearing). 

July 22—Wichita, Kans.—Examiner Copenhafer: 
18359—The Atchison Board of Trade et al. vs. A. & S. Ry. et al. 

July 22—Dallas, Tex.—Examiner Hall: 
17613—Harlan-Elzey-Randall Co. et al. vs. A. T. & S. F. Ry. et al. 

July 22—San Francisco, Calif.—Commissioner Aitchison: 

1. & S. No. 2684—Class and commodity rates between points on 
the Hawaii Consolidated Ry. 

July 23—Dallas, Tex.—Examiner Hall: 
17754—-Sewall Paint & Glass Co. vs. C. C. C. & St. L. Ry. et al. 
18003—Dallas Paper Co. vs. T. & N. O. R. R. et al. 


July 23—Jackson, Miss.—Examiner McChord: 
17651—Yerger Oil & Fuel Co. vs. M. K. & T. Ry. et al. 
18239—C. W. Garner vs. Ill. Cent. R. R. et al. 


July 23—Los Angeles, Calif.—Examiner Koebel: 

17759—D. Kelierman & Sons, Inc., vs. A. T. & S. F. Ry. et al. 
July 23—Oklahoma City, Okla.—Examiner Carney: 

1. & S. No. 2680—Pickles from Colorado to Oklahoma. 
July 24—Wichita, Kan.—Examiner Copenhafer: 


1. & S. 2685—Grain and grain products between Kansas, Missouri 
and Texas points. 


July 24—Jackson, Miss.—Examiner McChord: 
16133—Jackson Traffic Bureau for Hannah Distributing Co. et al. vs. 
A. & V. Ry. et al. 
July 24—Chicago, Ill.—Examiner Fleming: 
16615—Armour & Co. vs. Director General, as agent. 


ou, 26—Plymouth, Mass.—Commissioner Lewis and Examiner Mul- 
en: 


* I. S. No. 2635 (1st supplement)—Milk and ceram between New Eng- 
land points (further hearing). 
July 26—New Orleans, La.—Examiner McChord: 


18333—The Continental Roofing and Manufacturing Co. vs. G. & S. 
I. R. R, et al. 


Ry. et al. 





et al. 
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July 26—Washington, D. C.—Examiner Hosmer: 
13548—Maritime Association of the Boston Chamber of Commer, 
et al. vs. A. A. R. R. et al. (further hearing). 

July 26—Dallas, Tex.—Examiner Hall: 

18082—Brandon & McCamey et al. vs. A. T. & S. F. Ry. et al. 
July 26—Washington, D. C.—Examiner Corbitt: 
Valuation No. 739.—In re tentative valuation of the property of th, 
Brimstone R. R. and Canal Co. 
July 26—Tulsa, Okla.—Examiner Carney: 
17690—Oklahoma Natural Gas Co., et al. vs. A. T. & S. F. Ry. et a, 
July 26—Chicago, Ill—Examiner Fleming: 
17544—Celotex Co. vs. A. C. & Y. Ry. et al. 

July 26—Tulsa, Okla.—Examiner Carney: 

18210—A. A. Horwitz, as Imperial Pipe Threading Co. vs. A. T, 4 
S. F. Ry. et al. 

July 27—Oklahoma City, Okla.—Corporation Commission of Oklahoma; 

* Finance No. 4567—Application of C. R. I. & P. Ry. and the Choctay, 
Oklahoma & Gulf R. R. for authority to abandon a line of rail. 
road from Tecumseh Junction to Asher, Okla. 

July 27—Dallas, Tex.—Examiner Hall: 

18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 

July 27—Chicago, Ill.—Commissioner Esch and Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 

July 27—Tulsa, Okla.—Examiner Carney: 

18312—Tulsa Traffic Assn. et al. vs. A. T. & S. F. Ry. et al. 

July 27—Washington, D. C.—Examiner Norman: 

Valuation No. 741—In re tentative valuation of the property of the 
Fort Worth Belt Ry. Co. 

July 27—New York, N. Y.—Commissioner Cox and Examiner Bardwell: 

* 17021—Investigation of Chicago, Milwaukee & St. Paul Ry. 

July 28—New York, N. Y.—Examiner Armes: 

* 17669—Strauss & Adler, Inc., vs. Erie R. R. et al. 

* 17924 (and Sub. No. 1)—Swift & Co. et al. vs. A. T. & S. F. Ry, 
et al. 

July 28—Blackville, S. C.—Examiner McChord: 

18019—John S. Barnes vs. Southern Ry. et al. 
July 28—Dallas, Tex.—Examiner Hall: 
17567—Dallas Cotton Exchange et al. vs. A. & S. Ry. et al. 

July 28—Oklahoma City, Okla.—Examiner Copenhafer: 

i. & S. No. 2694—Grain, grain products and hay between Oklahoma 
and Arkansas. 

July 28—San Francisco, Calif.—Examiner Koebel: 

17869—W. P. Fuller & Co. vs. Southern Pacific Co. 
18140—A. Larsson et al. vs. A. T. & S. F. Ry. et al. 
July 29—San Francisco, Calif.—Examiner Koebel: 
16064—Crown Willamette Paper Co. vs. Western Transp. Co. et al. 
July 29—Wenatchee, Wash.—Commissioner Aitchison: 
Finance No. 2172—Construction of line by Wenatchee Southern Ry. 
Co. (further hearing). 
July 29—Ft. Smith, Ark.—Examiner Carney: 
18336—Gibson Oil Co. vs. Ark. Western Ry. et al. 
l. & S. No. 2692—Description of Missouri Group ‘B’’ territory. 
July 29—Columbia, S. C.—Examiner McChord: 
17383 (and Sub. No. 1 to 8, incl.)—A. J. Doughty and A. J. Doughty, 
as agent, vs. A. C. L. R. R. et al. 
17631—Spence-Hallowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 
18153—Corporation Commission of N. C. vs. A. & R. R. R. et al. 
ae — Sub. No. 1)—South Carolina Produce Assn. vs. A. & R. 
. R. et al. 
14597—South Carolina Asparagus Growers’ Assn. vs. Sou. Ry. et al. 
Fourth Section Order No. 9274—Vegetables from South Carolina 
(further hearing). 
July 28—San Francisco, Calif.—Examiner Koebel: 
18232—Crown Willamette Paper Co. vs. Nor. Pac. Ry. et al. 
July 29—San Francisco, Calif.—Examiner Koebel: 
16686—J. M. Baxter & Co. vs. Sou. Pac. Co. 

July 30—Duluth, Minn.—Examiner Fleming: 

* 1. and S. No. 2700—Elimination Grand Trunk Ry. System from Du- 
luth, Minn., to N. Y., N. H. & H. R. R. destinations via lake and 
rail routes. 

July 30—Washington, D. C.—Examiner Davis: 

* Finance No. 5431—Application of Missouri Pacific R. R. for authority 
to acquire control of the Marion & Eastern R. R. by purchase of 
capital stock. (Further hearing.) 

July 30—Ft. Smith, Ark.—Examiner Carney: 

1. & S. No. 2697—Switching at Carthage and Joplin, Mo. 


July 30—St. Paul, Minn.—Commissioner Esch and Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 


August 2—Wilmington, N. C.—Examiner McChord: 

17383 (and Sub. Nos. 1 to 8, incl.)—A. J. Doughty and A. J. Doughty, 
as agent, vs. A. C. L. R. R. et al. 

17631—Spence-Hallowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 

18153—Corporation Commission of N. C. vs. A. & R. R. R. et al. 

= pone = No. 1)—South Carolina Produce Assn. vs. A. & R. 

‘ - et al. 

14597—South Carolina Asparagus Growers’ Assn. vs. Sou. Ry. et al. 

Fourth Section Order No. 9274—Vegetables from South Carolina 
(further hearing). 


August 2—Providence, R. I.—Examiner Armes: 
17991—-City of Providence vs. N. Y. N. H. & H. R. R. 
18017—A. C. Dutton Lumber Corp. vs. N. Y. N. H. & H. R. R. et al. 


August 3—Portsmouth, O.—Examiner Carney: 
* 1, & S. No. 2702—Iron and steel articles from Ohio River Crossings 
to Southern destinations. 


August 3—Washington, D. C.—Examiner Weed: 
Finance No. 3392—Sub. No. 4—Application of Section 15a of the 
Interstate Commerce Act to Electric Railways. 


August 5—Presque Isle, Me.—Examiner Mullen: 
18256—-Aroostook County Chamber of Commerce et al. vs. A. & R. 


R. R. et al. 
= 7—Portland, Ore.—Commissioner Aitchison and Examiner 
ynn: 


18300—Motor Bus and Motor Truck Operation. 


August 12—San Francisco, Calif.—Commissioner Aitchison and Ex- 
aminer Flynn: 
18300—Motor Bus and Motor Truck Operation. 
August 17—Los Angeles, Calif.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
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It is of the utmost impor- 
tance in shipping, to go di- 
rect —straight to the point 
of delivery. 


A great deal of money is 
saved—and earned—by 
taking advantage of the 
shortest distance between 
two points. 


Trans - Continental Freight 
does this, and its service is 
always available for yeu. 


Consult Our Nearest Branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Los Angeles, Cal. 
Buffalo, N. Y. Minneapolis, Minn. 
Cincinnati, Ohio Philadelphia, Pa. 
Cleveland, Ohio Portland, Ore. 
Denver, Colo. St. Paul, Minn. 
Detroit, Mich. Salt Lake City, Utah 
Kansas City, Mo. San Francisco, Cal. 
Seattle, Wash. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 28 years. 
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GOOD FREIGHT SERVICE 
Via 


WESTERN PACIFIC RAILROAD 


Between All Points in Trans-Continental Defined Territories, Colorado 
and East, and Points on following Roads in the West: 


A.T.&S.F.RY. - - - + + Bakersfield, Calif., and points north. 

SOUTHERN PACIFIC CO.- All points in California north and west of Banning 
and west of Colfax, inclusive, except Mojave Branch. 

WESTERN PACIFIC R.R. - All points. 


ALSO ALL POINTS ON: 


In California 

Bay Point & Clayton R. R. Quincy Railroad 
Cement, Tolenas & Tidewater R. R. Sacramento Northern R. R. 
Central California Traction Co. San Francisco-Sacramento R. R. 
Indian Valley Railroad Sierra Railway 
McCloud River Railroad Stockton, Terminal & Eastern R. R. 
Petaluma & Santa Rosa R. R. Tidewater Southern Railway 

Yosemite Valley Railroad 





In Nevada 
Eureka Nevada Railway Nevada Northern Railroad 
‘Nevada Central Railroad Virginia & Truckee Railway 


In Utah 


Bingham & Garfield R. R. Deep Creek Railroad 


Tooele Valley Railway 









Daily package cars operated to California, from— 





Chicago sly b beers via C. B. &Q.-D. &R. G. W.-W. P. R.R. 
St. Louis....... via M. P.R.R.-D. & R. G. W.- W.P.R.R. 
Kansas City... . 


EASTERN TRAFFIC AGENCIES 













ATLANTA, GA. OMAHA, NEBR. 
621 Healey Building DALLAS, TEXAS FORT WORTH, TEXAS 806 W. O. W. Building 
e R. E. Knicut 1305 Kirby Building 317 W. T. Waggoner Building _G. Bock 
General Agent C. N. Gray L. J. ANDERSON General Agent 
General Agent Commercial Agent 
CHICAGO, ILL. PITTSBURG, PA. 
110 South Dearborn Street DENVER, COLO. KANSAS CITY, MO. 311 Park Building 
J. L. Home 221 Equitable Building 336 Railway Exchange Building . T. NEISON 
General Agent G. W. Rooney F. C. Hocue eneral Agent 
General Agent General Agent 
CINCINNATI, OHIO PUEBLO, COLO. 
311 Dixie Terminal DETROIT, MICH. NEW YORK CITY, N. Y. 139 Central Block 
J. H. Harper 1216 Dime Savings Bank Building 299 Broadway O. O. STANCHFIELD 
General Agent H. I. ScoF1eELD W. G. TruFant General Agent 
General Agent Acting General Agent 
COLORADO SPRINGS, COLO. ST. LOUIS, MO. 


460 First National Bank Bldg. 
E. D. Morrison 
General Agent 


726 Pierce Building 










L. D. GruBER 
General Agent 










Serves 
California, Nevada and Utah 


Serves 
California, Nevada and Utah 






GENERAL OFFICES: Mills Building, SAN FRANCISCO 



















THE TRAFFIC WORLD 


Looking Ahead. 


bys competitive struggle of industry has sharply emphasized the need 

of not only minimum production cost but also minimum distribution 
expense. The cost of getting a product to market is of vital importance. 
Transportation costs of raw materials to factory and finished product to 
consumer involve the life and well-being of any enterprise. 


Because of this fact forward-looking manufacturers may well consider 
the possible benefits of additional plant location. 


The Pittsburgh District has outstanding advantages as a location for 
manufacturers through its accessibility to raw materials. It directly serves 
a population of two millions, and within a radius of a few hundred miles 
are the greatest consuming markets of the United States. No other pro- 
ducing district of like importance is so favorably situated with respect to 
its markets. Labor may be obtained in any type and volume and no cheaper 
power exists anywhere in the country. 


This Company will be glad to aid any interested concern in a survey 
of these advantages, and to explain the merits of an industrial location 
along its rails in the Pittsburgh District where a high grade belt line 
service is offered in connection with all trunk lines and where convenient 
industrial sites are available for every purpose. 


1141 Oliver Building, Pittsburgh, Penna. 


Montour R.R. 
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THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 


THE TRAFFIC WORLD 
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FREE—Booklet explaining LM S unusual 
Warehousing Plan mailed free on request 





Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right 
now on shipments to Britain 
by using the new L M S stor- 
age service. The LM S owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage ‘capacity 
exceeds 100,000,000 feet ! 
Direct rail connections be- 
tween warehouses. 


The L M S is the only British 
Railroad serving with its own 
lines all major British ports. All 
merchandise is delivered right 
through to store door with its own 
teams and trucks. 1,300 motor 
trucks and I0,000 teams con- 
tinuously employed. 


Recently a prominent American 
Exporter sold merchandise to 
a British customer for future 
delivery. He shipped directly 
to the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere 


fraction of cost which same. 


storage would be anywhere in 
the United States. Delivery of 
the merchandise was given to 
buyer by special L M S motor 
truck service om exact delivery 
date. 


In addition to the example quoted, 
authentic bulletins will be published 
from time to time demonstrating how 
LM 8S Service assists American 
business. Watch for the next ex- 
ample—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
One Broapway, New Yor«K CIty 


Vol. XXXVIII, No, 3 
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THE TRAFFIC WORLD 


A Dependable Railway 


SPEED—During the past year the Great Northern Railway has expended over 


twenty million dollars in the maintenance and improvement of its roadbed 
and other millions were spent in adding new locomotives, the largest of their 
class ever built, and new freight cars so that it could give more rapid service 
than ever between St. Paul-Minneapolis and the cities of the Pacific North- 
west. 


SAFETY—A good part of this money was spent for new, heavy, 130-pound steel rails, 


which were laid wherever extra strength was needed—for the construction of 
heavy steel and concrete bridges on the main line—for the latest type of 
automatic block signals—and for every class of equipment and safety appli- 
ance that would help make this the safest line in the Northwest. 


SERVICE—Daily through Fast Freight Trains hauled by the most modern locomotives 


—through Merchandise Cars without transfer from Chicago, St. Louis, St. 
Paul, Minneapolis, Minnesota Transfer, Duluth and Superior to all impor- 
tant points in the Northwest—connection with steamship lines to all points on 
the Pacific Coast and the Orient—and a trained personnel of traffic experts 
provide exceptional service for any and every line of business. 


Call on or telephone any Great Northern representative. 
He will be glad to furnish you with information regard- 
ing any phase of freight shipments—or write 


ST. PAUL, MINN. 
G. H. Smitton, Freight Traffic Manager 


A. J. DICKINSON 
Passenger Traffic Manager 


HELENA, MONT. SEATTLE, WASH. 
J. F. Pewters, Assistant General 
Freight and Passenger Agent 


M. J. Costello 


Route of the New Oriental Limited 


Finest Train to the Pacific Northwest—No Extra Fare 


Western Traffic Manager 


reat Northern Railway 
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Merchants Bank Bldg. 


INDIANAPOLIS 


® 








Majestic Bldg. 


AVANA 





® DETROIT 







Hippodrome Bldg. 


LEVELAND 
@ DENVER 


Southern Pacific Bldg. 


@ CHICAGO—FREIGHT DEPT. @C 
@® CHICAGO—P ASSENGER 


Ellicott Square Bldg. 


@® BUFFALO 
@ CINCINNATI 





Woodward Bldg. 


@ BIRMINGHAM 
@ BOSTON 





@ ATLANTA 
Healey Bldg. 
@® BALTIMORE 





Railway Exchange Bldg. 


@ KANSAS CITY 


H 
® Manzana de Gomez 


Boston Bldg. 


DEPT., 33 West Jackson 


Old South Bldg. Wiggins Bldg. 


Union Trust Bldg. 





THE TRAFFIC WORLD 


Where they reach 





Where to reach them 


Long Beach, California 


Long Beach is one of several California 
cities which, starting as recreational resorts, 
have developed with sensational rapidity 
into substantial industrial centers. 


The present population is estimated to be 
more than 140,000 as compared with 2,252 
in 1900; 17,809 in 1910, and 55,593 in 1920. 
The 1925 clearings of eleven banks totaled 
$352,123,723.28, and new building construc- 
tion during 1925 amounted to $19,046,766. 
The annual payroll of 300 industries, 
employing 15,000 persons, was more than 
$21,000,000. 


In and about Long Beach lies one of the 
most productive oil fields in the world. 





More than $120,000,000 has been invested 
in great oil refineries bordering the city. 
During the year of 1925 the city’s royalty 
revenues on oil and gas from city property 
totaled over $3,724,411. 


Twenty miles south of Los Angeles and 
fronting upon the wide sands of a beautiful 
Pacific Bay, Long Beach lays just claim to 
metropolitan distinction. As a resort city 
it has attracted thousands who have re- 
mained permanently to enjoy the evenly 
tempered all-year climate and delightful 
surroundings. Schools, churches, theaters 
and parks equal the best in the country. 


For information 


Write, telegraph or 'phone 
® ‘‘General Agent, Southern Pacific Lines’’ . ® 


— The Postman Knows Him 


SOUTHERN PAciFic LINES 


SOUTHERN PACIFIC LINES 
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